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Timber and Timber-Cutting for Railroads. 
BY WM. 8. HUNTINGTON, 





| Sontributions. 


| Mr. Marshall M. Kirkman, in his recently published work 


FRIDAY, AUGUST 6. 


—== on “ Railway Expenditures,” has clearly pointed out that a 


| durable track is essential to the prosperity of a railroad com- | 


a : - | the United States over 400 indigenous species of trees, em- 
In many localities it is very desirable that the bells of | pany. Sader the toad of “teeny of Sayitg Cheap Rep: | = 


Reese’s Bell-Ringer. ; 





locomotives should be rung continuously to give warning of Pete ore id i t bo: Sattietes track vath 

( 2 *hy Bes = | V , we have said in reference nferior trac s 
the approach of the locomotive. To do this by hand involves ap plies with even greater force to inferior cross-ties. A poor 
a great deal of labor, and also takes the attention of the engi- | 


when no longer of use may de sold to the man- 
neer and fireman from, their other duties. A number of ens, p a —— 2 eoseny — hen Be 
a gs Ra ait # | longer available for use in the track. ides this 
devices have therefore been invented to ring the bell by |removal in many cases is much more difficult than the 
steam, one of which is illustrated by the engravings here- | removal of a rail, and the alignment of the track is, as a 
with. | rv, more seriously disturbed in the former than in the lat- 
Fig. 1 is a longitudi secti i cl iew, | Tr case. 
B ig we eemeientedt ans BAe ® an end vieW, “Ties manufactured from what we call soft woods are not 
g. Sa side view, and figs. 4 and 5 etails. A is a flat steel | only not able to withstand the wear and tear of heavy busi- 
bar fy x 94 in., which is connected with the bell-crank or | ness, but they decay much more quickly than oak and other 
lever, and which moves in guides, LL. At one end it has a | bard-wood ties: the cost, however, of transporting the latter 


conflicting statements, it is evident. that the observations on 
which these statements were based were made under vastly 
different circumstances, In the absence uf any detailed ac- 
| count of the circumstances. under which this remarkably 
| rapid decay took place, or any mention of the causes, imme+ 
| diate or remote, we will proceed to a consideration of the 
| Various causes and conditions that tend to hasten decay of 
timbers: Firstly, it should be remembered that we hnve in 


| bracing several varieties of hemlock and cedar, while of ash 
there are some 40 different varieties. There are 87 
oaks, 34 pines, 17 spruces and firs, and 11 maples. Thus of 
| every kind of timber, which is at all suitable for ties, there 
|are several varieties, and each variety has some pecu- 
| liarities by which it may be distinguished from the others ‘ 
some of which are favorable to durability, while others tend 
to hasten decay, as in the case of the hemlocks. 
| RED AND WHITE HEMLOCK. 
One variety of this timber grows on ridges, usually termed 
“hemlock ridges.” These ridges are usually rocky or stony, 


and inserting them in the track is not greater than for the | with « bard loam or gravelly and sometimes a eandy 


lug or elbow, N, against which the plunger D bears. Bisa | former; it is, therefore, manifestly for the interest of every | soil. Here the trees are tall, straight and thrifty, and of a 
cylinder with a bore 1 in, in diameter, and 6 in. long. C is a | company to use the latter when the difference in the pur- | dense growth. The larger of these trees, which are from 














piston 1 in. in diameter by 1 in. long, with two packing- | Chase-price is not greater than the subsequent difference in 
rings, R R, and a rod or stem, #. D is a plunger which is | the length of time the ties will last. 

made to work steam tight in the cylinder by a stuffing-box, 
gy, and gland, H, and with a longitudinal hole drilled in one 


BEST WOOD FOR TIES. 
Mr. Kirkman’s remarks on this subject are eminently 
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| two to three feet, and often larger in diameter, are sawed 
| into ties, while the smaller growth, of suitable size, is 
|hewed. The former is liable to be “shaky,” and splits 
| easily, while the latter is more firm, close-grained and solid, 
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REESE'S LOCOMOTIVE BELL-RINGER. 


end to receive the piston-rod 7. The plunger also has a| 
sleeve, S, screwed into the end of the hole to prevent the 
piston-rod from coming out. 

Steam is admitted by the port J (shown in dotted lines in 
fig. 1) and enters between the piston C and the plunger D, 
and the latter is thus forced out, and comes in contact with 
the elbow N,and moves the bar A and with it the bell crank. 
When the plunger has moved far enough the sleeve S comes | 
in contact with the collar / on the piston-rod, and thus moves 
the piston so as to cover the steam port J and uncover the 
exhaust port K. The piston C’ has holes c, c—shown in fig. 
4—drilled through it, so that when the steam-port is closed 
and the exhaust-port K is opened the steam hetween the pis- 
ton and plunger passes through the holes in the piston and 
escapes out of the exhaust. When this occurs the weight of the 
bell forces the bar back again to its original position, and the 
operation is then repeated, thus giving the bell the required 
oscillating motion. A pin, m, in the bar A prevents the lat- 
ter from moving too far. The bar is also connected with the 
bell crank by a sleeve coupling, so that the bell can swing 
back farther than the plunger ) would permit it without the 
sleeve. 

This device has been in use on the South Pacific Coast Rail- 
road for over a year, and is said to work very satisfactorily. 
The inventor, Mr. E. L. Reese, is a locomotive runner on that 


sound, but as it is necessary for many of our railroad com- 
panies to use cross-ties of various grades and varieties of 
timber, it is difficult, under certain circumstances, to deter- 
mine what grades and varieties are the most economical to 
purchase, 


is so imperfect and meagre as to render it difficult to decide 


there is a great diversity of opinion relative to the proper 
s2ason of the year in which timber should be cut in order to 
secure its maximum durability. The searcher after knowl- 
edge on these subjects meets with discouragement at every 
step; not that there is any lack of opinions, for they can be 
had in the greatest profusion and confusion, without the 
asking, but facts are so easily obtained. The 
International Roadmasters’ Association discussed these 
questions briefly at its convention at Niagéra Falls on 
Sept. 10 and 11, 1879, and as the members of that 
association have superior advantages and opportunities for 
noting the length of time that the different varieties and 
kinds of timber will remain in a suitable state for use as 
ties, their stitements may be regarded as facts, although 
there was a wide difference of opinion expressed as to the 
relative value of the various kinds of timbers for this use. 
from statements made at that convention it would be ex- 


not 


line. His address is Alameda, Cal. ceedingly difficult to determine what kind of timber would | 
: —— be the most profitable to use for ties. While some would 
—Mr. Wm. F. Reynolds, who died in LaFayette, Ind., | choose chestnut, others would prefer oak, and others cedar; 


July 31, was born in Uhio in 1811, aad settled in LaFayette 
in 1831. He became an active and successful merchant 
there and was the first President of the old Indianapolis & 
re Company, whose road is now part of the Cincin- 
nati, Indianapolis, St. Louis & Chicago. Later he acquired 
a large interest in the Louisville, New Albany & Chicago, 
and was President of that company until the recent change 
in ownership. 


and while some had known hemlock ties to be on duty 11 
years and upward, and appear good for several years’ more 
service, others had found them completely rotten, ‘ so that 
they could be shoveled out of the track, in three years from 
the time they were laid.” 

Without doubting for a moment the correctness of these 





The present state of knowledge of the relative | 
durability of the various kinds of timber used for cross-ties | 


as to which is the most desirable; and not only this, but | 


{and is known as white hemlock. This is the most durable 
| variety, and will outlast some varieties of oak. These varieties 
are not confined to ridges, but grow scatteringly along the 
slopes and on the borders of swales and marshes, but here the 
growth is somewhat scrubby and small as compared to 
that on higher ground, The red hemlock grows thrifty 
along the borders of streams, on the borders of ponds, and 
is sometimes called water hemlock. Like other varieties of 
hemlock the smaller trees are the best for ties, being more 
hard and compact than the larger growth. This variety is, 
| however, inferior to the white, and although all hemlock is 
resinous the red is more sappy than the upland varieties, 
which accounts for its rapid decay. Resinous woods resist 
decay much longer than the sappy varieties. The red, or 
water hemlock, from its habit of growth in or near water, 
secretes a considerable amount of sap, which, in some tim- 
bers, is a destructive agent, while in others it is a preserva- 
tive, as will be shown hereafter. 
TIME FOR CUTTING TIMBER, 

The first step in the process of decay of timber is fermenta- 
tion. In order for this to take place, two things are neces- 
sary : the presence of sap, and a proper temperature. A 
certain degree of heat is necessary to cause fermentation, 
and this fact leads many to the belief that timber ent in 
winter is the must durable, for the reason that fermentation 
or decay cannot take place, owing to the low temperature 
| and the comparatively small quantity of sapin the timber at 
| that time. Now, while the sap, and the various substances 

held in solution, are the principal agents which cause decay, 
it can be clearly shown that the presence of the greatest 
quantity of sap in the timber at the time of cutting does not 





necessarily hasten decay. To prevent decay, remove the 
cause, and the sooner timber is seasoned after being cut the 


greater its durability. Mr. Wm. Hunt, of New London, 
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Conn., writes in the New York Tribune on this subject as 
follows : 


“Much stress is laid on the importance of cutting timber for 
farm a sere in August. But me f in August? Any time 
after the leaves are fully developed and before they begin to 
decline is the right time, and within these limits one time is 
as good as another. I make this assertion after 25 years of 
close observation and experiment on a farm. The reasons 
for the superior durability of wood cut in the summer 
months are these : Wood cut in the winter, either for cord- 
wood or timber, dries very slowly—scarcely any till the 
following summer—and the slow warming up of the logs 
produces fermentation. This is the beginning of decay. 

“That this is a fact any one may find out for himself by 
visiting a saw-mill and smelling and tasting the sawdust 
made trom the logs cut in summer and those cut in the win- 
ter. That from the former will have the taste and smell 
peculiar to the wood; from the latter it will smell and taste 
very strongly of vinegar; not cider vinegar, but wood vine- 
gar—a composition of wood spirits, sugar, starch and other 
things held in solution in the sap, converted into acid by 
the gradual heating in the spring. 

‘In consequence of this fermentation, round rails always 
decay first inside; split rails decay on the outside. 

“On the outside of round rails there will be a thin shell 
of sound wood, at the same time the entire inside will be 
rotten dust. 

“Timber cut when in fullleaf dries rapidly. If split into 
rails or sawed into timber, the wood shrinks rapidly, the 
cells are closed, so that air and water are excluded, and in- 
creased durability results. There are other causes that 
affect the durability of wood, but those reasons here stated 
cover the general facts as far as the farmer is concerned.” 


The uses to which farmers put timber are identical with 
railroad uses with the exception of cross-ties, and the argu- 
ment put forth by Mr. Hunt applies equally well to timber 
used for the latter purpose, 

A correspondent of the Detroit Post and Tribune asks that 
journal, ‘* When is the best time to cut timber for fences and 
buildings ¢” The editor answers: ‘February and June,” 
and gives the following reasons: 

‘ Because it is between the two extremes of active growth 
and rest. In the first, or February, the sap has pressed into 
the roots, the grains of timber are at rest, consequently the 
pores are comparatively closed and the timber is more solid 
and less subject to the absorption of air and water and more 
durable. 

“In June the sap is flowing freely, the timber is alive, the 
grains and pores are all full. Cut it now and the sun dries 
the sap, forming a glazing through the whole interstices of 
the timber, and makes it impervious to air and water—the 
very thing that it takes to rot timber.” 

Mr. 8. Crossman, of Ann Arbor, Mich., writes the journal 
above quoted as follows.: 


‘“T saw in one of your papers not long since an inquiry 
regarding the best time to cut timber. The answer named 
two periods, and one was June—the poorest time of all the 
year. Sixty years’ experience prompts me to risk this 
statement : The best time is September, after the sap has 
returned to the root.” 

To which the Post and Tribune replies : 

“When our correspondent has lived another sixty years, 
he will find that we were right in our answer. We said in 
June and February ; our correspondent says in September. 
He does not differ with us so far as that month is concerned, 
although we say February. Is not the sap in the root in 
February most generally ? Now for June. The best time for 
cutting timber has caused much discussion ; but full experi- 
ments have shown that it always lasts longest when 
most rapidly seasoned; this is more especially the 
case with all the soft and less durable kinds of timber. 
Basswood rails, cut and split at midsummer, with the bark 
immediately peeled from the wood, will dry rapidly, and 
become hard and durable like horn; cut in winter or spring, 
it dries very slowly, generally becomes sap-rotten, and is of 
ittle value.” : 

* William Cone, of this state, [Michigan] wrote some years 
ago to the Rural New Yorker ; * In June, 29 years ago, having 
need of a pair of bar posts, I had to cut a tree for that pur- 
pose. I cut a white oak about two feet through at the butit 
and split out a pair. The bark peeled off easily. I set them 
with the butt end inthe ground. Now, that pair of posts 
have outlasted about three sets in others parts of my farm,and 
the rails split at that time are much better than many 
that were split many years after. Now, basswood rails split 
in the summer, when they will peel easily, will outlast or- 
dinary oak cut in the winter.’ It is now, in order to hear 
from our friend of 60 years’ experience. No dispute about 
September; you are right and so are we.” 

Mr. Andrew Huggins, a veteran engineer and surveyor of 
Shiawassee County, Mich., in relation to the best time for 
cutting timber in order to secure its greatest service, says : 
‘Tamarack cut in June or July and peeled never rots.” He 
probably means ‘ hardly ever.” He would cut oak in the 
spring before the leaves were out. He says the Indians 
always cut hickory for bows and arrows in the summer or 
before cold weather sets in. Locust, he says, may be cut at 
any time; that is, he says its durability is not affected by the 
time of year in which it is cut. Black ash should be cut be- 
fore the full leaf in the spring, or immediately after the fall 
of the leaf, in warm weather. 

In June, 1844, he cut some tamarack stakes and set them 
in marshy ground for houndary marks, and they are now 
sound after standing more than 35 years. A tamarack 
hitching-post, cut in June, was sound after standing 18 
years, and showed no signs of decay. He believes timber is 
the most durable if cut when it will season or dry rapidly. 
Mr. Wilber Reynolds, a farmer and cooper and an old res- 
ident of Michigan, says of ‘‘ cooper stuff :” 

‘“‘ Jt makes no difference what time of year it is cut. It is 
split up thin and the sap wood taken off. It is then cross- 
piled so that it can season at once, and no rot takes place. 

‘““Workmen are in the Michigan forests the year round 
manufacturing ‘cooper stuff,’ much of which lays piled in 
the roads and on the wharves for years before being worked 
up or shipped. He has frequently seen culled staves that 
were made from the trunks of trees and left on 
the ground, that were perfectly sound when the 
remaining portions of the trees with the bark on, 
were far advanced in decay. As to cutting timber for other 
uses he believes it should be cut in spring, summer or early 
autumn. He mentions a log house, built of tamarack, the 
logs for which were cut in June and the bark peeled off. 
This house has been standing more than 40 years and is yet 
comparatively sound, while other log structures of tamarack 
laid up with the bark on pouyes ina few years. Of other 
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mained perfectly sound, when those with the bark on were 
completely rotten.” 


PROCESS OF GROWTH. 


' 1 
same day, some logs peeled and others not, the peeled logs re- 


We know of mill-dams that were built 70 years ago of | 


hemlock logs that were cut in June and are as sound now 
(1880) as when standing. Mud-sills of the same kind of tim- 
ber, and which were cut at the ¢ame time and placed in the 
foundation of a mill, still remain sound, and there is no end 
of instances of timber remaining sound under similar cir- 
cumstances for many years longer than the above-men- 
tioned period. In some sections large quantities of oak and 
hemlock trees are peeled for tan-bark. This is done in 
June and July, and in some _ backward 
‘‘ well up north,” some peeling is done in August. This work 
is done at this season for the reason that bark cannot be 
peeled at any other time with profit. In early spring the 
sap commences its summer work, Starting at the rootlets it 
commences its circulation by passing upward through the 
trunk until it reaches the buds at the ends of the twigs. The 
sap holds in solution all the substances necessary for the 
growth of the tree to make wood. Among those sub- 


seasons, 


stances are sugar, starch, potash, tannic and other acids, albu- 
men, etc., etc., necessary for the formation of wood fibre. 
The substance necessary for the formation of the leaf is 
carried to the buds, while the manufacture (so to speak) of 
wood is deposited between the outer layer of bark and the 
“sap-wood.” In cutting through the bark of a tree we find 
from { to Lin, of soft wood called alburnum or sap-wood. 
The thickness of this soft wood varies with the kinds or 
varieties of timber. After we have cut through the 
alburnum, we come to red or dark colored wood which 
botanists call duramen. This is hard, firm and 
fully matured. The sap in its course passes through 
the duramen, thence through the alburnum where it is de 
posited between the outer layer of sap-wood and the bark. 
As the sap accumulates it forms a slimy, pulpy mass, re- 
sembling albumen, a substance of which it is largely com- 
posed. It is now, to use a back-woods expression, that ‘ bark 
peels.” This albuminous substance continues to dry and 
harden as the season advances, until it forms a layer 
of a leathery consistence varying in thickness from jy of an 
inch to j,, and in some varieties 14 of an inch. This forms a 
layer of inner bark and a layer of alburnum and is the 
work of a year. During the time that this has been done 
the inner layer of alburnum has been hardened and joined 
to the duramen as finished wood. Inthe meantime the bark, 
which was a portion of the sap deposit of the previous year 
has been added to the sapwood. In this manner a layer or 
grain of wood is formed each year, and the destructive 
agents in the sap (substances which cause fermentation 
after the trees are cut) have teen carried to the 
surface and extremities and there deposited. The little 
sap remaining in the trunk, after having delivered 
the material for the year’s growth of leaves, bark, wood- 
fibre, seed, nuts, fruit, etc., as the case may be, is composed 
mostly of acids and wood spirits, and is comparatively 
harmless, if kept at a low temperature. But the 
presence of a small quantity of sap will cause a dry 
rot, when the temperature is high enough to cause a 
slight fermentation, Dry rot commences at the heart 
and works outward. This is worse than surface rot in 
ties, for it cannot readily be detected, and the tie 
fails suddenly by crushing when its outward appearance 
indicated a sound tie, whereas a tie that begins to rot on the 
surface may remain sound for years after becoming ‘ sap- 
rotten.” A tie that has once been thoroughly seasoned may 
become sap-rotten on the edges and the sap-wood seems to 
protect the hard wood from decay by keeping it constantly 
moist, so that sap-rot is no evidence of bodily decay or gen- 
eral rot. Trees that have been pulled for tan-bark become 
‘“‘as hard as horn” after a few days exposure to sun and air, 
avd when made into ties and thoroughly seasoned before 
being laid, will far outlast ties made under any other cir 
cumstances if we except some of the preservative processes, 
(TO BE CONTINUED.) 


The Georgia State Railroad. 


Ten years ago the Legislature leased the Western & 
Atlantic road for the term of 20 years. One half of that 
time has expired and the state has received $3,000,000 in 
cash from the lessees. The lease has 10 years yet to run, 
and in that time the state will receive $8,000,000 more in 
cash. In the term of the lease it will have paid the 
enormous sum of $6,000,000. 

It is an essential part of this lease that the road shail be 
run with absolute impartiality, and the humblest citizen 
has the right to test the impartiality of its management in 
the courts. Itis also ‘“‘ writ in the bond” that the road 
shall be returned at the end of the lease in as good condition 
as it was when first leased—the state being put under no ex- 
pense for repairs. It will be seen, therefore, that we have 
a square income of $300,000 a year, without a dollar of out- 
lay, subject to no contingency and without any depreciation 
of the property. A safer investment no state ever made—a 
better Investment Georgia cannot make. 

Aside from the fact that the state should control in the 
interest of all sections and all classes this most important 
railroad within her borders—the key, as it were, to its en- 
tire system of roads—as a purely financial matter, the road 
should never be sold. It could never bring, at any sale, 
more than $5,000,000, and most probably not bring over 
$3,000,000, The chances are that the few men rich enough 
to make a serious bid for the road would pool their bids, 
and carry it off for less than $3,000,000, But if it were to 
bring $5,000,000, we should be throwing up what now pays 
6 per cent. on that sum, ‘The state is floating 4 per cents 
now and to change an investment that is paying 6 per cent., 
and not impairing the property and fully protecting the pub- 
lic rights, would be a criminal blunder. We have no idea 
that any serious attempt will ever be made to sell this valu- 
able property. Uf such an attempt is ever made the Consti- 
tution will oppose such a plan with all its soul and strength, 





log buildings, of timber all of one variety, and all cut the 


and before every tribunal.—Atlanta (Ga.) Constitution. 





THE SCRAP HEAP. 
Prizes at the Australian Exhibition. 
At the International Exhibition at Sydney there were 223 
American exhibitors, and these received in the aggregate 
288 awards. There are five degrees of merit indicated by 
the awards, as follows: 1. first degree of merit, special; 2. 
first degree of merit; 8. highly commended; 4, commended; 
5. honorably mentioned. Among the American exhibitors 
receiving rewards are the following: 
First degree of merit, special.—H. Disston & Sons, Phila 
delphia; Oliver Ames & Sons, North Easton, Mass.; Russell 


| & Erwin Marufacturing Co., New Britain, Conn.; Ameri- 


can Watch Co., Waltham, Mass.; Fairbanks & Co., St. 
Johnsbury, Vt.; Edge Moor [ron Co., Wilmington, Del.; J. 
A. Fay & Co., Cincinnati; William Sellers & Co., Phila- 
deiphia. - 

Kirst degree of merit.—F. 8. Pease, Buffalo, N. Y.; Stan- 
ley Rule and Level Co., New Britain, Conn.; Yale Lock 
Manufacturing Co., Russell & Erwin Manufacturing Co., 
William Sellers & Co., Philadelphia; American Watch Co., 
Waltham (four awards); Howe Scale Co., Rutland, Vt.; 
Fairbanks Scale Co., Althouse Windnull Co., San Francisco; 
Stow Flexible Shaft Shaft Co., Philadelphia; Eclipse Wind- 
mill Co., Beloit, Wis, 

Highly commended,—Gardiner & Co., New York; H. W. 
Johns Manufacturing Co., New York; Hoopes & Townsend, 
Philadelphia; Washburn & Moen Manufacturing Co., 
Worcester, Mass.; Ingersoll Rock Drill Co., New York: 
Tanite Manufacturing Co., Stroudsburg, Pa. 

Commended.—Averill Chemical Paint Co., New York. 

Honorably mentioned,—First & Pryibil, New York. 


Kansas City Railroad 
Association. 


Young Men's Christian 


The Railroad Young Men’s Christian Association, of Kan- 
sas City, Mo., issues the following circular giving an account 
of a new undertaking : 

‘* Through the liberality of railway officials, a free reading 
room has been opened at 1,036 Union avenue (over Eysell’s 
drug store). under the direction of the Railway Branch of 
the Young Men’s Christian Association. It is intended for 
the use of those who are connected with the railway service 
in any capacitv—railroad, telegraph, express, postal service, 
etc.: «lso for residents of West Kansas, and those connected 
with factories and business houses located in this part of the 
city. Strangers and travelers will be heartily welcome. 

* The leading daily papers, monthly magazines, illustrated 
journals, railway publications and religious weeklies will be 
kept on file. Chequers, chess, etc., can be found in the 
room, 

“Pen, ink, paper and envelopes will be furnished those 
who desire to write letters. 

‘The room will be kept open from 8 a. m. to 9:30 p,m. 
every day except Sunday. The hours for Sunday will be 
announced, 

‘The General Secretary or an assistant will be present 
during the entire day.” 

Mr, A. B. Garner, Superintendent of the Union Depot, is 
Chairman of the Association. 


A Curious Accident. 


Last week a very queer accident occurred in the Pack- 
Saddle, at a point midway between Bolivar and the Blairs- 
ville Intersection. A recent storm in that vicinity had dis- 
lodged a large oak tree that stood upon the side of the 
mountain, which slid down and lodged directly across the 
track at an angle of about 45 degrees. Engine 486, which is 
an extra, and run by Anthony Roeloffs, engineer, and W. G. 
Malone, fireman, was coming along ata high rate of speed, 
with a heavy train of freight cars behind it, and when the 
men saw the tree across the track they prepared to jump off. 
In doing so the fireman broke his arm in two places, while 
the engineer, who was afraid of injuring himself, got down 
ou the floor of the engine as closely as he could get, while the 
huge iron horse went crashing through the tree, tearing it 
apart, and knocking the stack, dome, sand-box, whistle and 
cab off the engine. After the tree was passed the engineer 
got up from his unpleasant position and attempted to sound 
the signal for down brakes, but was unable to do so on 
account of the machinery being so badly wrecked by passing 
through the branches of the tree. He then jumped from the 
engine and waited until the rear end of the train came along, 
boarded it, and informed the trainmen of the accident, 
and the brakes were applied and the train stopped, but not 
before it hadrun about a mile and a half from the place of the 
accident, on account of the heavy down grade. The engin- 
eer made a very narrow escape from being severely injured, 
and the fireman was taken to his home on a western bound 
train. The engine was brought to this city, and there is 
nothing left of it but the boiler and tank. | The engineer de- 
serves great credit for the manner in which he acted on the 
occasion,—Altoona (Pa.) Call, July 22. 


ANNUAL REPORTS. 
The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Boston & N, Y. Air Line . 403 Minneapolis & St. Louts. . 152 
Bur. & Mo. River in Nebraska. 56 Missouri Pacific.... . 414 
Burlington & Northwestern... 38% Mobile & Montgomery.......... 52 
Canada Southern 74 Montpelier & Wells River...... 24 
, Fe | SRORTES & BOROK. «icc cccvescces 312 
Nashua & Lowell... 364 

. Naugatuck ‘ 38 
Central, of New Jersey......... N. Y., Lake Er’ 6, 12 
N.Y..N.8.&@ Hartford........ 26 


Charlotte, Col. & Augusta 
») 


Chartiers (P., C. & St. L.)....... 13 N. Y., Providence & Boston.... 25 
Chesapeake & Del. Canal...... 326 N.Y. & Oswego Midland,....... 11 
Chesapeake & Ohio........... . 96 Northeastern (S. C.)............. 374 
Chesapeake & Ohio Canal,.....319 Northern Central............+«. 12% 
Chicago & Alton.... .......186,156 Northern (New Hampshire),... 206 
Chi., Burlington & Quincy.16”, 176 Ohic & Mississippt.............. 151 
Chi., Clint,, Dub., & Minn.... i Serre 312 


Chicago, Mil. & St. Paul....206,212 Paducah & Elizabethtown,.... 238 
Chicago & Pacific ... { 














Chi., Rock Island & Pac. ... 351. Pennsylvania Rail 137 
Chi. & West Michigan ........ 178 Pennsylvania & New Yc oo. 15% 
Cin., Hamilton & Dayton....... 374 Pensacola & Perdido........... 238 
Cin., LaFayette & Chicago......202 Philadelphia & Reading..... .. 38 
Cin. & Mus. Val.(P.,C. & St. L.) 218 Phila., Wil. & Baltimore. a 
Cincinnati Southern............ 124 Pitts., Cin. & St. Louis......... 13 
Cleve., Col., Cin. & Ind....184, 188 Pitts.. Fort Way1 “gk 52 
Cleve., Tus. Val. & Wheeling .. 162 Pittsburgh & L erie 40 
Col., Chic. & Ind. Cent. (P., ©. Pitts., Titusville & Buffalo..... 9 
BBG. Badicdscveseczcccvevecesces 213 Pitts.,.Wh. & Ky.(P.,C. &St. L 3 
Col. & Hocking Valley.......... 214 Portland & Ogdensburg... ... . 374 
Columbus & Toledo............. 214 Prince Edward Island......... H2 
COMOOEG os cesscsdeevescvccscccces 206 Providence & Worcester 3 
Connecticut River.............. 226 Quincy, Mo. & Pacific...... 162 
Consolidation Coal Co .. ...... 124 Raleigh & Gaston....... soe, ae 
Cumberland Valley............. 152 Richmond & Danville...... ... 108 
Dayton & Southeastern........ 70 Richmond & Petersburg....... 177 
on en EO ... 56 Rome, W'town, & Ogdensburg. 11 
Delaware & Bound Brook..... 312 St. Louis Bridge Co............. 331 


Delaware & Hudson Canal. 96, 178 St. Louis, Iron Mt. & Southern. 177 
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Del. & Hud. Can. Leased Lines 178 St. Louis, Van. & Terre Haute.. 96 
Del., Lack. & Western.......... 7 St. Paul & Duluth .............. 40 
Delaware Western.............- 5 St. Paul, Minn. & Manitoba. 

East Tenn., Va. & Ga.......... : Seaboard & Roanoke........... 28¢ 
ee South Carolina..... .... .. 214, 
Flint & Pere Marquette South Carolina Railroads...... 
Galv., Houston & Henderson... WO Rane kthuhnerhs6eqsiccsneetes 
Georgia R. R. & Banking Co. Troy & Boston .... .......4.. 
Georgia R. R. Commission. . Union Pacific........ .. 

Grand Rapids & Indiana.... Utica & Black River............ 
CRN BENE co.cc cee cocevees Vermont Valley.. .... 

Great Western _............ 264 Vicksburg & Meridian 

Hannibal & St. Joseph......... 162 Wabash, St. L. & Pacific vis) 
Han, Junc., Han. & Gettysburg 312. West Chester & Phila.... 7. 
SENDS Sabs00 care aeeroeses 288 Western, of Alabama.. +» 208 
Houston & Texas Central...... 364 Western North Carolina....... 188 
Huntingdon & Broad Top....... 06 Western R. R. Association .... 46 
Illinois Central............. 11s, 128 Wilmington, Col. & Augusta ., 108 
Intercolonial. .. sla ‘bases 152 Wilmington & Weldon.........108 
Kan. City, Fort Scott & Gulf... 78 Wisconsin Central ‘ . B18 
Kan. City, St. Jo. & C. Bluffs ... 2 Wisconsin Valley..... 178 
Kentucky Central............... 5 Worcester & Nashua............ 287 





Louisville & Nashville. 

The Louisville Courier-Journal gives an abstract of the 
year’s earnings of this road and the bonded debt, as it will 
stand when adjusted. The following are the earnings of the 
road for the fiscal year ending June 30, earnings for June, 
188), estimated: 


——1879-80. -—— -—-——1878-79.—- 


Gross Net Gross Net 

Months. Earnings. Earnings. Earnings. Earnings. 
July pbahé $419,465 $150,964 $369,007 112,920 
August.... 154,806 428,991 169,229 
September... 229.577 407,927 153,848 
October Sail 279,809 455,699 182,474 
November ... 368.654 591,470 298,442 
December 346,943 505,813 245,277 
January 335,903 450,476 182,633 
February 242,346 430,637 170,354 
March 242,045 421,578 143,572 
April 169,140 396,082 128,895 
May.... 233%, 4:22 425,750 170,163 
June.... 387,850 504,229 274,450 











_ eae $7,820.61; 136,464 $5,387,595 $2,231,771 
For July, 1879, the mileage was 972 miles; for August, 
1879, it was 1,107 miles, the increase being the 135 miles of 
the Evansville, Henderson & Nashville Division. It re- 
mained 1,107 miles untii Marci 1, L880, when it was in- 
creased to 1,287 miles by the 180 miles of the Mobile & 
Montgomery. For April, 1880, it was 1,318 miles, the in- 
crease being 31 miles of the Cumberland & Ohio, Southern 
Division. For May, 1880, the mileage was increased to 
1,561 miles by the St. Louis & Southeastern, 208 miles, and 
the Owensboro & Nashville, 35 miles, and for June, 1880, it 
reached 1,702 miles, the addition being the New Orleans & 
Mobile line, 141 miles. 

The Pensacola, the Pensacola & Selma and the Selma- 
Montgomery line do not appear to be included, 

The average mileage for the year was 1,216 miles, making 
the earnings $6,028, gross, and $2,579, net, per mile, against 
$5,539, gross, andl $2,295, net, in the fiscal year 1878-79. 

The Courier-Journal (which usually speaks of this road 
from official information) continues: ‘* Having learned now 
what the resources of the company are, the next step is to 
know what are its obligations, or what they will be when 
the present negotiations are carried to a successful conclu- 
s1on. 

“The proceeds of the mortgage for $20,000,000 will be 
used up paying the floating debt; in paying for the recent 
acquisitions of the company, and in redeeming bonds which 
are falling due during the next 20 years. The new mort 
gage bears 6 per cent. interest; the bonds which they are to 
replace bear 7 per cent. interest. When this mortgage is 
placed and the other bonds canceled, the debt of the com- 
pany will be as follows: 





Rate of Total 

Character of indebtedness interest. Amount. interest. 
New mortgage.... yah 4 6 $20,000,000 $1,200,000 
City of Louisville (no mortgage) 6 850,000 51,000 
Memphis & Ohio (mort, ) 9 3,500,000 245,000 
Memphis & Clarksville (mo.t) 6 2,270,709 136,242 
Cecilian Branch (mort) cae 7 1,000,000 70,000 
Nashville & Decatur (mort)..... 7 1,900,000 133,000 
Nashville (state indorsement) 6 190,500 11,430 
Nashville stock (div. guar.) is 6 1,400,000 84,000 
8S. & N. Alabama (mort) oy 6 5,010,000 300,603 
8S. & N. Alabama (state in 

dorsed) re 8 391,000 21,280 
New Orleans & Mobile Division, 6 300,000 


5,000,000 


Total. ... $41. 2,562,535 
“This statement shows the entire indel the com- 
pany, by comparing the last annual report with the papers 
filed with the mortgage, and it may be received us entirely 
trustworthy. It embraces 1,702 miles of road, which dur- 
ing the year will, Ly the completion of lines under contract, 
be increased to 1,840 miles of road. From a comparison of 
these two tables it is seen that after paying interest and 
fixed charges there will remain a surplus of $1,400,000,” 





Central Vermont. 


This company, for the first time in its corporate existence, 
has furnished to J’007’s Manual some statements of its opera- 
tions for the year 1879. As its only previous statements have 
been the very vague and useless ones made bienially to the 
Vermont Railroad Commissioners, some figures from the 
last report may be of interest. 

The company operates, as trustee and receiver the Ver 
mont Central Railroad from Windsor to Essex Junction, 111 
miles, and the Vermont & Canada road, which extends from 
Burlington to Rouses Point, 55 miles, with a branch from 
Swanton Junction to Province Line, 10 miles, making 65 
miles in all. It works under leases or other agreements the 
Sullivan County road from Windsor to Bellows Falls, 26 
miles; the Rutland road, from Bellows Falls to Burlington, 
120 miles; the Addison road from Leicester Junction, Vt., 
to Ticonderoga, N. Y., 1514 miles; the Montpelier & White 
River, from Montpelier to Barre, 6 miles; the Montreal & 
Vermont Junction, from Province Line to St. Johns, P. Q., 
26 miles; the Stanstead, Shefford & Chambly, from St. 
Johns, P. Q., to Waterloo, 40!; miles, making in all 234 
miles thus worked, and, with the two roads held as trustee 
and receiver, 410 miles in all. 

_ The company also works the New London Northern road, 
from New London to Brattleboro, 121!4 miles, but its earn- 
nfs are reported separately 

_It is not necessary or possible to attempt here any explana- 
tion of the very complicated litigation from which this com- 
pany originated. It is singular in this, that it does not own 
any of the road which it operates, except that, we believe, 
it holds all the stock interest of the Stanstead, Shefford & 
Chambly road. 

The equipment consists of 109 engines; 57 passenger and 

14 baggage, mail and express cars; 1,305 box, 95 stock. 40 
coal and 527 flat cars; 57 service cars. 
_ The stock of the Central Vermont Company was fixed at 
82,000,000. The bonded debt upon which it is liable for inter- 
est consists of 43,000,000 Vermont Central first-mortgage; 
$1,500,000 Vermont Central second-mortgage; $1,500,000 
Vermont Central Trustees’ equipment bonds; $1,500,000 
Vermont & Canada bonds; $444,100 Stanstead, Shefford & 
Chambly purchase bonds; $1,508,600 income and extension 
bonds of the trust; in all, $9,452,700, ‘There were also 
$500,000 Missisquoi Railroad bonds, but that road is now 
held by the trustees for the benefit of its bondholders. 





The traffic of the whole system for the year wasas follows: 





Train mileage, freimht...-...........ccceccecceves . 806,336 
3H ” POE oa vie ik ds cin keneebesas aabeawhs 1,525,475 
? ” WN sida.s b codere<s thoene a deen ane 67,114 
ee ee ee res ee 2,398,025 
INNES cos ec specevcck Savecaha Ab useap 648,184 
SE ONINIOD 5. s.. 05c:i's ss docdeand Fabeewih tate eweeee 17,314,875 
III 5... 5s 5 cin inip. cseratast-cRbeo's wack scan ... 1,204,637 
ES RE Se Re ey 148,070,474 
Average passenger train load, number........ ........ 21.47 
- reight As ee OEE rer 97.07 
Average rate per passenger per mile........ Seok Vemees 3.91 cts. 
“ * ton  Wtetwbaet tee catics 1.09 ** 


No comparisons can be made on account of the lack of 
figures for previous years. The earnings for the year were 
as follows : 














CNEL, 2.5 ods acne «cubes anon soe need rakes ... $677,189.25 
iiss th sXicie canes eas cdgaeer ananhs hoikekoenee eee 1,599,364, 
NOON. 5. 5. 5:45.55 npaedione ee eenel ti tveesda ts 90.871, 
IRs inca ven. cageebnndcasaekeaeesapekius 97,338, 
Total ($7,010.40 per mile)........ .....0..eeeeees $2,464,264. 02 
Expenses (69.34 per cent.)..... 4 dy Je Ae 1,708,757.32 


Net earnings ($1,842.70 per mile).......... 02 $755,506.70 
The average rate per ton per mile is low for a New Eng- 
land road, but on some of its lines this company carries a 
considerable traflic in through freight received from the 
Grand Trunk for Boston and other New England points. 

No statement of the disposition of net earnings is given, 
The yearly charge upon the bonds named above is $706,775, 
which, if paid, would leave a surplus of only $48,731.70 to 
be disposed of. There is also the rental of the Rutland Rail- 
road to be provided for, and some charges on other lines. 


Alabama Great Southern. 





This road, formerly the Alabama & Chattanooga, extends 
from Chattanooga, Tenn., to Meridian, Miss., 290 miles. It 
is owned by an English company. A report published in 
London by the directors gives the following statements: 
“In 1879 the gross earnings of the road were $441,181, as 
compared with $332,096 in 1878. In 1877 the earnings 
averaged $900 per mile per annum; in 1878 $1,135 per mile; 
in 1879 $1,500 per mile; and the monthly statements up to 
March 31 of the current year‘indicate that at least $2,000 
ver mile may be expected, The directors have constantly 

ept in view the absolute necessity of improving the perma- 
nent way, keeping the rolling stock up to the require- 
ments of the increasing traflic, securing the efficiency of the 
local staff, and generally raising the service to a high 
standard. The accounts of the American Company show 
a balance to thecredit of net revenue of $82,221, or £6,687, 
which includes the balance of $31,867, or £6,557, brought 
forward on Dec. 31,1878. The balance sheet of the English 
Company shows that the current expenses in England from 
the formation of the company to Dec. 31, 1879, chargeable 
agaiust profits amount to £3,883. Deducting this sum from 
the balance to the credit of the net revenue account of the 
American Company, there remains a balance of £2,746, 

“On Dec, 31, 1878, the outstanding claims, of which a 
considerable portion was disputed and in suspense, amounted 
to $814,546, or £167,602. During the year 1879 the 
amount was reduced to $522,076, or £107,423, and during 
the current year it has been further reduced by the acquisi- 
tion of receivers’ certificates to $379,734, or £78,134. The 
directors hope that during the ensuing session of the Circuit 
Court in June further progress in this direction will be made. 
The amount of the company’s bonds held in trust for the 
purpose of meeting these claims is $388,000. 

‘* Up to the present time the company’s trains have usec 
the track of the Nashville & Chattanooga for the five miles 
between Wauhatchie and the terminus at Chattanooga. The 
business of the Alabama Great Southern has, however, now 
reached a point that makes existing arrangements altogether 
insufficient, and the directors are of opinion that the road 
should have independent access to Chattanooga. With this 
view, they have ordered the unecessary surveys and esti- 
mates, preparatory to an early commencement of the work. 
The amount required to complete the five miles of new line 
will be comparatively large, as the nature of the country in- 
volves a tunnel of some 1,200 yards in length, besides other 
heavy engineering works.” 


Troy & Greenfield. 


This road, which includes the Hoosac Tunnel and is owned 
by the State of Massachusetts, extends from Greenfield, 
Mass., to the New York state line, 49.77 miles. Of this 6.17 
miles, from the New York line across a corner of Vermont to 
the Massachusetts line, is worked by the Troy & Boston 
Company under a lease. The same company runs its 
trains to North Adams 6.60 miles, and the Fitchburg Com- 
pany runs its trains from Greenfield to North Adams 37 miles, 

0th paying tolls on the business done, These were the only 

companies doing business over the road during the last fiscal 
year, but the Boston, Hoosac Tunnel & Western has since 
made a connection at the Massachusetts line, and the New 
Haven & Northampton and tine Massachusetts Central expect 
to make connection from the cast during the current year. 
The road is held open to all connecting lines at equal rates, 

The revenues of the line for the year ending Sept. 80 were 
as follows : 

‘ Frow 
Fitchburg From 
R. RK. 


Troy & Boston, * Total. 
$52.47 





Passengers. $41,067.07 $11,400.41 52,476.48 
EOE rere 125,810.80 27,445.40 153,256.20 
Mail, ete 5,506.16 1,126.30 6,632.46 


$212,365.14 
12,000.00 


ree . $172,384.05 $30,081.11 
Rent of Southern Vt. section las : 
, . B224,565.14 
. .B8S,449.80 
18,370.01 


Total... 
Expenses. . , re sores 
Extra repairs, wash-outs and land-slides.. 


106,819.90 


Net earnings.. 7 
Improvements and additions 





Net balance..... , ‘a rattoas 
Of the receipts as given above, however, the sum of $34,- 
750.75 was retained by the Fitchburg Company subject to 
the result of an arbitration with the state as to the amount 
of tolls to be paid. d 
The state maintains the road, but does not pay the cost of 
moving passenger or freight trains, that being done by the 
companies using the road. F 
The total amount of earnings over the road was $25%,- 
576.05 by the Fitchburg Company, and 259,971.66 by the 
Troy & Boston, a total of $318,547.71, a slight increase over 
the previous year. The traffic for six months ending Sept. 
30 was as follows : 





Kast West Total. 

Loaded cars moved....... 27,020 8,862 35,882 
Empty “ - le PS * Hy 3) 18,540 19,075 
Total... esivn : 27,402 54.957 
Passengers carried....... 34,429 60,542 
Passenger mileage.... ..... 76 793,956 1,555,463 
Tons freight carried......... 333,757 46,035 _ BT9,792 
Tonnage mileage............ 13,371,316 1,677,573 15,048,889 





The great bulk of the business was through traffic, the 
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°| The mileage worked in 1878-79 was 435 miles, 
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local traflic being comparatively small. During the six 
months 1,118 passenger, 2,909 freight and 675 gravel and 
construction trains passed through the tunnel, a total of 
4,702 trains, being an average of 28.6 per day. 

The report enumerates a number of needed improvements 
ane Sanrens to the property, most of which are now being 
made, 


Minneapolis & St. Louis. 


This company’s report covers the year 1879, during 
which it worked a line from Minneapolis, Minn., to Albert 
Lea, 108 miles, with the Minneapolis & Duluth Branch, from 
Minneapolis to White Bear Lake, 15 miles. Just before the 
close of the year an extension from Albert Lea to Forest 
City, la., 835 miles, was completed, and by purchase and 
construction a line from Ft. Dodge, Ia., to Livermore, 29 
miles, was acquired. Since the close of the year the gap 
has been closed, and the company now has a continuous line 
from Minneapolis to Ft. Dodge, 210 miles. 

The equipment consists of 16 engines, 6 passenger and 8 
baggage cars, 207 box, 6 stock, 65 flat and 9 caboose cars. 

The general account is as follows: 

Stock. 
Bonds.... cease enmennenns siebae 

Floating debt, bills payable....... ............ 
Current accounts and balances 


..$2,000,000,00 
1,405,000.00 
325,817.62 
73,076.52 





Income account, balance. ... 96,270.00 
AN i ian.aon BP Na Eswe ames. ish on 9s eran ss dose OR 

Construction....... iat pita wehbe .. .$3,797,457.12 

Miscellaneous accounts......... 79,466.55 


23,250.46 





3,900,174.13 


The construction balance sheets show that the extension 
from Albert Lea to Livermore had cost to the end of the 
year $444,915.49, and the line from Ft. Dodge to Livermore 
$213,327.91. The total bonded debt authorized (now, we 
believe, all issued) is $280,000 Minneapolis & Duluth bonds; 
$455,000 on the old line from Minneapolis to Merriam June- 
tion; $950,000 on the extension from Merriam to Albert 
Lea, and $1,020,000 on the extension from Albert Lea to Ft 
Dodge, a total of $2,705,000, or $12,022 per mile, with a 
yearly charge of $189,350, or $842 per mile. 

The earnings for the year were as follows, mileage for the 
two years substantially the same: 








I87D, 1878, Inc. or Dec, P.e. 
Passengers. $86,954.30 $86,089.44 I. $14.95 oa 
Freight ....... 372,507.31 303,816.34 I. 68,690.97 22.6 
Mail and express, 11,.8835.20 14,470.44 D. 2,596.24 17.9 
Total -vcsee $471,344.00 $405,235.22 1, $66,109.68 16.3 


) “~~ 
Ex penses 284,704.83 266,568.50 1. 18,156.35 6.8 


Net earnings .....$186,640,07 $138,666.72 1, $47,073.35 34.6 


Gross earn, per mile, 3.83.06 3,204.60 I, 537.46 16.3 
Net earn. per mile. . 1,517.40 1127.37 1. 390.03 34.6 
Per cent, of expens. 60.42 65.78 D. 5.36 8.1 


Payments of interest on bonds and floating debt amounted 
to $162,854.49, leaving a surplus from net earnings of 
$23,785.58 to be carried to income account. 

Tne traffic for the year was as follows : 
Train mileage, passenger. 





122,532 


Train mileage, freight. ... 5 P 177,006 
Train mileage, switching and service 157,113 

ae pac seetes 4649045406000 0eseeee 456,741 
Passengers carried 81,067 


Passenger mileage... . iis bereceuarns 2,701,000 
Tons freight carried.... ee PTT TTT 
Tonnage mileage, - davareie .. 19,042,053 
Average passenger train load, number........5......... 22.05 
Average freight train load, tons 107.52 
Average rate per passenger per mile 3.170 ets, 
Average rate per ton per mile... .. 1.955 * 


The earnings per train mile were 111.462 cents; expenses, 
67.326; net, 44.136 cents, The cost of locomotive service 
was 16.55 cents per mile run; of maintenance of way 16.28 
cents per train mile. ‘ 

Of the passenger mileage 56.6 per cent. was of local pas- 
sengers. Of the tonnage mileage 76.9 per cent, was of busi- 
ness to or from other roads; 54 per cent. was of south-bound, 
and 46 per cent. of north-bound freight. The average rate 
per ton per mile on through freight was 1.587 cents; local, 
3.169 cents. 

There were 1,265,872 barrels of flour made in Minneapolis 
in 1879, and of this 630,058 barrels—very nearly half— 
were shipped over this road, 

During the year 8&6 tons iron rails and 20,586 new ties 
were laid, and 25 tons of steel rails laid in the Minneapolis 
yard, There was one truss bridge and 060 feet of trestle re- 
built, and 1,440 feet of trestle filled in. A good deal of new 
fence was built, So much of the road has been built within 
two years or 90, that renewals are pretty light as yet. 

The completion of the Ft, Dodge extension is expected to 
add considerably to the freight business in coal from the 
mines about Ft. Dodge, and in lumber carried from Minne- 
apolis to the lowa end of the road, 


Burlington, Cedar Rapids & Northern, 


This company works the following lines : 


Miles, 

Main line, Burlington, Ia., to Albert Lea, Minn. ‘ 2h 
Milwaukee Division, Linn, la., to Postville shag Te. 
Pacific Division, Vinton, la., to Holland : . 48 
Muscatine Division, Muscatine, la., to What Cheer. costes “OO 
Iowa City Division, Elmira, la., to lowa Junction i 21 
Total sans ° ° «+. 42 


The track from Manly Junction to Northwood, 11 miles, 
is owned by the Central lowa Railway, and operated in con 
junction with that railway, The track from the state line 
to Albert Lea, 12!¢ miles, is owned by the Minneapolis & 
St. Louis Railway Company, and is leased to this company 
for a term of 999 years, 

The following statements have been published for the year 
ending June 30, 1880. 

The stock and debt remained unchanged, and are as 
follows : 

Stock ($11,179 per mile) ‘ 
First-mortgage 5 per cent. bonds ($13,212 per mile) 
Minn, & St. Louis 7 per cent, bonds assumed 


$5,500,000 
6,500,000 
150,000 


Total $12,150,000 
The yearly interest charge is $835,500, or $782 per mile. 
The earnings for the year were as follows: 








1879-80, 1878-79. Inc. or Dec, Pe. 

Gross earnings $1,863,472 $1,587,061 1. $475,511 34.2 

Expenses 1,184,864 050,658 I 254.206 24.6 

Net earnings.. $678,609 $437,503 1. $241,305 55.2 

Gross earn, per tmnile 3,788 S191 I 907 18.7 

Net te se ” 379 1,005 I 374 37.2 

Per cent. of exps..... 65.58 64.49 D $01 7.2 


| The net 
| earnings last year as shown above were $343,108 greater 
| than the yearly charge upon the bonded debt, this surplus 
| being equivalent to over 6 per cent. upon the stock. There 
is, however, to be deducted therefrom $43,315 yearly 
peenegee upon the extension of the Muscatine Division Ex 
tension, which would leave $299,793 as the real surplus 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tot RAILROAD GazeETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNns We give in our editorial columns ouR OWN opin- 
tons, and those 6nly, and in our news columns present only 
such matter as we consider interesting and im ant to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do 80 fully in our advertising columns, but it 
is useless to ask us to recommend inem editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events whieh take place 
under their observation, such as chunges in railroad offi- 
cers, organizations w ges of panies, the letting, 

rogress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of sulyects 
pertaining to ALL DEPARTMENTS of railroad business 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 

published 





BURNING BITUMINOUS COAL IN LOCOMOTIVES. 


Probably as much time and ingenuity have been ex- 
pended on the problem of burning bituminous coal 
without smoke in locomotives as upon any other one 
connected with railroad operation, Up to the pres- 
ent time, unless some recent contrivances are more 
successful than those which preceded them, it must 
be admitted that all the efforts in this direction have 
been almost fruitless, At any rate the various plans 
that have been tried have been abandoned, and with 
the exception of the deflector over the furnace-door, 
which is much used in Europe, all the various plans 
that have been devised have been abandoned, and now 
only the ‘ plain ” fire-box, as*it is called, is used in 
this country. 

The theory of the combustion of coal is quite simple, 
and is well understood by all those who are interested 
in the subject and have any respectable knowledge of 
science. The difficulty is solely in putting the theory 
into practice. Although this theory is fully elucidated 
in different books, it is sometimes a good plan to re- 
examine knowledge of this kind, and therefore it is 
proposed to make a somewhat elementary statement 
of the principles of combustion, in order to throw 
some light on practical experience. 

Average bituminous coal contains about 80 per cent. 
of carbon, 5 per cent. of hydrogen and 15 per cent. of 
other substances, usually regarded as impurities. 
When a shovel-full of such coal, weighing say 10 lbs., 
is thrown into the fire-box of a locomotive, and is 
heated to about 1,200 degrees, the 5 per cent. of 
hydrogen unites with three times its weight of carbon 
and thus 20 per cent. of the coal is converted into car- 
buretted hydrogen, which is nearly the same as 
ordinary coal illuminating gas. In heating this coal 
to the temperature named, 2,300 units of heat are 
absorbed from the fire by the coal, and in the process 
of gasification, as it is called, a still further amount of 
heat is absorbed and becomes latent, or apparently 
disappears. The first effect of putting fresh coal on the 
fire then is to cool it. If, however, the temperature is 
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high enough to light the gas as it escapes from the | 
coal, and if a sufficent quantity of air is sup- | 
plied to the gas, it will take fire and then burn | 
like an ordinary gas jet, or like the jets of| 
which: escape from lumps of coal in an| 
If we examine either of them | 


gas 
ordinary grate fire. 
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That is, when the engine is working hard and is con- 
suming a great deal of steam, the blast is strong in pro- 
portion tothe work done, and consequently, the draft 
is regulated somewhat by the working of the engine, 
but it must be seen that the quantity of air which will 
pass through the crevices of a layer of coal which is 


very carefully, though, it will be seen that the lower | constantly varying in quantity and in form must be 


portion of the flame is of a blue color, 


affinity for oxygen than carbon has. 


This is due to | very far from uniform or proportional to the rate of 
the combustion of the hydrogen, which has a greater | combustion. 
Asthe latter ele- | 


If too little air is supplied, there will be 
imperfect combustion, and if too much enters the fire- 


ment never exists separately in a gaseous state, as soon | box, its temperature is reduced and its efficiency di- 
as the hydrogen is burnt out of the gas, the carbon, | minished. When it is necessary to generate the great- 


which is one of the constituents, if left alone assumes | 


a solid form, or that of a fine powder, and thus pro- 
If at the time that the combustion of 
the hydrogen occurs a sufficient quantity of air is sup- 
plied to the flame, the solid carbon powder or smoke 
will be burned in a continuous series of bright flashes 
of each distinct particle of that element, and it ie this 
combustion which gives to flame its bright light. If 
there be not enough air there will be no incandescence 
of a part or all of this solid carbon, and it will 
pass off in the form of smoke. Now let us see what 
the amount of the waste will be from this cause. As 
stated above, the gas which is generated from coal 
consists of 5 per cent. of hydrogen, which unites with 
15 per cent. of carbon, If all of the latter in the gas 
escaped unconsumed, or in the form of smoke, the 
waste could not exceed 15 per cent. That only a por- 
tion of this carbon escapes in the form of smoke is 
indicated by the bright flame which is always seen in 
a fire-box when bituminous coal is burned actively. 
This flame is due to the combustion of a part or all of 
the carbon referred to. The proportion which is con- 
sumed in this way and that which escapes in the form 
of smoke of course depend upon the more or less per- 
fect character of the combustion ; but under any cir- 
cumstances, the waste due to smoke can be only a 
fraction, and probably a small one, of 15 per cent. of 
the fuel. The reason for the disappointment in the 
economy effected by smoke-consuming appliances is 
thus apparent. As a matter of fact, the waste of 
fuel from the production of smoke is comparatively 
small, and usually the means provided for preventing 
smoke incur as much loss in some other way as the 
saving they effect. 

After the carburetted hydrogen is all expelled from 
the coal, the remainder iscoke, which, with the ex- 
ception of the impurities in the coal, is nearly pure 
carbon, This coke burns almost without flame and in 
two different ways. If a comparatively small quantity 
of air is admitted to the fire, 8 parts of oxygen will 
combine with 6 parts of carbon and form carbonic 
The combustion in this way of one pound of 
carbon will produce 4,400 units of heat. But if double 
the quantity of air is supplied, 16 parts of oxygen will 
unite with the 6 parts of carbon and thus produce 
carbonic diowide, or carbonic acid as it was formerly 
called. The combustion of one pound of carbon will 
then yield 14,000 units of heat, or more than three 
times that which is produced by the other form of 
combustion. 

An adequate supply of air is therefore required to 
prevent smoke, and also to effect the most perfect 
combustion of the coal or coke after the gas is ex- 
pelled from it. The mistake usually made is that of 
confusing these two results. A proper supply of air 
to a fire will, it is true, prevent smoke, and also effect 
a most important saving, but only a very small por- 
tion of the latter is due to the prevention of the 
smoke. <A very high degree of economy might be at- 
tained and at the same time produce great volumes 
of smoke. It is of course desirable for other reasons 
to prevent smoke, but an important step would be 
gained if the idea that smoke prevention means econ- 
omy could be entirely eliminated. Of course a very 
high, in fact the highest, economy can only be effected 
when smoke is entirely consumed, but the principal 
cause of waste in locomotive fire-boxes is due not to 
the production of smoke but to other sources, 

The difficulty of supplying just the right quantity 
of air to the fire of a locomotive is very great. There 
is, in the first place, the great diversity in the quality 
of fuel, no two kinds of which act in the same way on 
a grate while they are burning. Therefore different 
kinds of grates are needed for the various qualities of 
coal. It is evident, too, that the quantity of air 
which will pass through the layer of coal on a grate 
will depend very much on the way the fireman manages 
it. There is the great difficulty, too, that the rate of 
combustion in a locomotive must vary through such 


owide, 


a very wide range. Sometimes the fire must be 
forced to its utmost limits, and at other times 
it can remain in a state of comparative qui- 
escence. At one time the layer of coal will be a few 


inches and at others it will be a few feet thick. There 
is, of course, the self-regulating effect of the blast. 








est possible quantity of steam in a given time, it is of 
the utmost importance that the temperature of the 
fire-box should be kept as high as possible. The effect 
of admitting too much air is shown if the furnace- 
All the air 
not needed to promote combustion is then an injury 
It would seem to follow 
from this that the admission of air to the fire-box 
should, as far as possible, be capable of being regu- 
lated. The blast of the engine in a measure regulates 
the admission through the grate, and skillful firing 
will also do much to adjust the supply to the demand, 
but to admit air above the fire without ary means of 
increasing or diminishing the supply is, to say the 
least, unscientific, and it can be said further that in 
nearly all cases when this has been done it has caused 


door is opened, even for a short distance. 


instead of an advantage. 


more harm than good, Generally it will be 
found that whenever firemen are _ left to 
themselves they will close up the openings for 


admitting air above the fire, as they find, and say, that 
they can make more steam when they are closed than 
when they are open. Probably the firemen are right. 
Altogether the most effective means of admitting air 
above the fire is through the furnace door, with a hood 
The plan is 
very generally used in Europe, and the fact of its com- 
ing into general use there or anywhere indicates its 
usefulness. 


or deflector over the latter on the inside. 


The direction in which there seems to be the most 
hope of improvement in burning bituminous coal is 
simply in improving the proportions of the fire-boxes 
and the grates to the work which they must 
What is much needed 


do, 
is some form of construction 
which will permit the fire-box to be made wider, and 
thus give more room for the processes of combustion 
Having secured this, the next thing 
would be to proportion the grates to the fuel to be 
burned and 


to be carried on. 
the work to be done. This is a very in- 
viting field for research, and probably would be a very 
profitable one to railroad companies, 


EXPORTS, IMPORTS AND INVESTMENTS. 

The report of United States exports and imports, 
which has recently been published by the Bureau of 
Statistics for the past 21 years, is an extremely im- 
portant and document, which deserves 
study and consideration by all who are interested in 
the progress of the country and of its commerce. 


suggestive 


The course of domestic exports was downward from 
the year ending with June, 1860 (when they were 
$316,250,000), till 1865, had fallen to 
$137,000,000 ; in that time the resources of the country 
were absorbed by the war, and cotton, our most 
valuable export, was shut out from the world’s mar- 
kets. In 1865-1866 the exports jumped at once to $337- 
500,000, or 147 per cent., cotton exports at high prices 
after the war making this fiscal year exceptional, as 
the next year there was a falling off of more than one- 
sixth in export values. In the years (ending with 
June) 1867, 1868 and 1869, the variations were trifling 
from $275,000,000. Then increase of 
$100,000,000, constant till $569,- 


when they 


came an 


and a increase 


400,000 was reached in 1874—a _ year of excep- 
tionally large grain exports at exceptionally high 
prices. The effect of the panic on exports was 


not nearly so great as on production in general, and 
though they fell off $70,000,000 in 1875, they began 
rising immediately again, in 1876 were larger than 
ever before except in 1874, and since that time have 
continued to increase without interruption, the $824, - 
100,000 of exports in the fiscal year ending with last 
June, being 18 per cent. more than in 1879, 21 more 
than in 1878, 40 more than in 1877, 57 more than in 
1876, and 65 per cent. more than in 1875. 

The variations in imports have by no means been 
the same. These fell from $353 ,600,000 in 1860 to the 
minimum of $189,360,000 in 1862, a decrease of 47 per 
cent. in two years. Thence they fluctuated between 
$238,750,000 in 1865 and $434,800,000 in 1866 until 1867- 
68, when, beginning with $357,500,000 they increased 
constantly from year to year until 1873, when they 
reached $642,100,000. Then began a rapid down- 
ward movement, which continued until 1877-8, 
when the imports were but $487,000,000, the 
decline, however, being much greater in values 
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ufactured goods had fallen greatly in this time. 
Though there was a turn in the tide after 1878, it was 
but just perceptible in 1879, the increase being but two 
per cent.; but in the last fiscal year it has come with a 
vengeance, the aggregate imports reaching $667,900,- 
000, which is more than in 1873 even, and $222,000,000, 
or 50 per cent., more than last year. Such a tre- 
mendous increase in. the purchases of the country, 
almost wholly of manufactured goods, in a year, 
too, when we know that there has been a very great 
increase in the production of domestic manufactures— 
a change from extreme depression to decided and gen- 
eral activity in most branches of manufacturing—in- 
dicates a vast and sudden increase in the disposition to 
purchase for consumption and for use in new produc- 
tive enterprises. It would hardly be correct to say 
that it argues a corresponding increase in wealth and 
purchasing power. The country bas been getting rich 
for years, but its savings have largely gone to pay its 
foreign debts. We were making these debts with great 
rapidity before 1874, and from 1860 to 1875 inclusive 
there were but two years when the values of imports 
did not exceed the values of exports, and in those six- 
teen years the aggregate excess of imports over ex- 
ports was $1,175,609,561, the difference, doubtless, be- 
ing met by government, state and railroad bonds. But 
since 1875, within the past five years, this course has 
been reversed, and the aggregate excess of exports 
over imports has been the enormous sum of $921,179,- 
834. Now this represents approximately what this coun- 
try can spare for making purchases abroad and paying 
interest on the debts we owe there. There have 
been some expressions of anxiety because the excess of 
exports has been a good deal less in the last year than 
in the two just preceding. But this we think is a 
healthful indication rather than the contrary. We 
must do something with our credit balances. So long 
as American securities were very cheap, the interest on 
their market value therefore very high, and the oppor- 
tunities for more profitable investment at home scanty, 
the best thing we couid do with these balances was to 
buy American securities with them—that is, pay our 
foreign debts; and this, doubtless, we did do to a very 
great extent, and were so much the richer for it. But 
it is now evident that we have paid off most of these 
debts which foreign investors are willing to have paid 
(that is, to sell at prices which will yield a rate of in- 
terest satisfactory tv Americans), and now we have to 
use our balances to buy something else with. We can- 
not invest to advantage abroad, and the result is we 
have to take merchandise for what is owed us. 

Doubtless, recently, we have somewhat increased 
our foreign debts, by the sale of American securities, 
such as the New York Central stock marketed by the 
London syndicate, and a few issues of railroad bonds 
issued mostly by reorganized companies which are 
chiefly controlled in Europe, and doubtless these opera- 
tions have had something to do with stimulating im- 
ports, but as even last year the exports exceeded the 
imports by $170,000,000, their effect is not needed to 
explain the great growth in the imports of merchan- 
dise. 

However, the margin of exports over imports has 
become pretty narrow of late months, and if the ten- 
dency keeps on it will disappear entirely within a 
year, and if so we will be paying the interest on our 
foreign debts largely from the proceeds of securities 
that we sell abroad, This is usually looked upon as 
bad financiering and evidence of national extrava- 
gance. That however, on what we 
do with the money we borrow. If we _ invest 
it in productive enterprises. earning profits greater 
than the interest on the capital invested in them, 
it makes nodifference how much we borrow nor how 
much more the cost of imports of materials for such 
profitable productive enterprises exceeds the value of 
our exports. Borrow a thousand millions at 6 per cent. 
to build an Isthmus canal say, which will come to South 
America chiefly in theshape of imports of materials 
and supplies. If the canal yields a profit of 10 per 
cent. the country will get rich by such a debt. 
It is true that in this country profitable expen- 
ditures on new works cannot have been made 
long without increasing production and exports 
—otherwise they would not be profitable. But 
it is not capital borrowed and imports made for such 
investments—for ‘‘ productive consumption”—that are 
likely to bring the country to trouble, but imports or 
other expenditures for ‘‘ unproductive consumption.” 
The thing that we need to bear in mind, however, is 
that materials used in a canal ora railroad or.factory 
may be consumed unproductively just as much as 
champagne or diamonds. They always are when 
the service which the structure performs does 
not increase the aggregate national wealth, and 
cases of the kind are extremely common, and 
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were especially so in this country before 1874. 
And in spite of the warning given by the financial ruin 
and general distress since that time, we are not at all 
unlikely, within a few years, to waste our resources in 
a similar way on a large  scale—constructing 
public works of great .cost that either are 
not needed at all, or that will not be needed 
for years to come. The temptation to this course 
is the profit to be made in the simple construction 
of railroads, which has often been very great, even 
where there is very little prospect of immediate profit 
from the operation of the roads, and which leads to the 
organization and financing of companies solely for the 
purpose of getting profits from contracts for the con- 
struction and materials of their roads. Fortunately the 
revival of railroad construction in this country this year 
shows few traces of the revival of this policy. By far 
the larger number of roads are being constructed by re- 
spcnsible companies already owning profitable railroads, 
whose proprietors and managers have much at stake 
in the success of their new lines and extensions, and 
have the experience which should enable them to 
form correct judgments, both as to the place where 
and the time when they are needed. That they may 
make mistakes, and that doubtless some of them will, 
is to be expected; but that as a general thing the 
vast system of lines now under construction is 
believed by its projectors to be needed, 
needed now, and to be likely to be _ profit- 
able very soon, is undeniable. The danger of wasteful 
investments (from which the whole world suffers, and 
not the investors alone) will be much greater a little 
later, when a considerable period of prosperity and 
financial healthfulness shall have led the average in- 
vest er to become careless, and to believe that there can 
be no end to the good times, and when the rapid ac- 
cumulation of capital shall have made it more difficult 
to place investments in securities of well proved value. 


A SHIP CANAL FROM CHICAGO TO THE MISSIS- 
SIPPI. 

The Illinois & Michigan Canal is the subject of a 
report just published by a committee appointed by a 
convention held in Ottawa, TIl., last March, to prepare 
an address to the people of the State of Mlinois and to 
Congress, upon the question of the canal and river 
improvement, and also a bill for the same. It does 
not clearly appear from the address now published 
just what this committee would have done. 
of such an 


It speaks 
improvement that lake vessels and 
Mississippi steamers nay pass between Chicago and St, 
Louis, but vessels of what tonnage or draft it does not 
say, and the results to commerce as well as the cost of 
the work itself would vary immensely with the capacity 
of the vessels for which passage was given. It also 
speaks of the improved channelas if it would be the 
outlet for all the agricultural produce west of the 
Mississippi, but does not specify as one of the improve- 
ments required a westward extension of the canal 
to the Mississippi; yet a ship canal to St. Louis 
would hardly one-fourth of the — ton- 
nage that one to a point on the Mississippi nearly due 
Indeed, the ad- 
dress is mainly a setting forth of the vast amount of 
produce of the Northwest, the rapidity of its increase, 
and the great advantage of cheap transportation, 
against which there is nothing to be said. At first 
sight it might appear that a canal frem Chicago to the 


secure 


west of Chicago would) command, 


Mississippi might have a value similar to that of the 
erie Canal, as connecting a great water route with 
cheap deep-water navigation, But the shortest rail 
distance from New York to Buffalo is 428) 
miles; from Chicago to the Mississippi it is but 138 | 
miles, or but one-third as far, 
uce by boats on the Mississippi and its tributaries 
that could be made for a canal to the Mississippi, can 
be made to-day at Clinton, lowa, and for the aggre- 
produce 


Any collection of prod- 


gate trans-Mississippi 
least with shorter rail hauls) to Clinton than to St. 
Louis or the mouth of the Illinois, and cheaper 
even than to the mouth of a canal as far north as Rock 
Island. The question then is whether a canal which | 
would eliminate a rail haul of 140 miles and one transfer 
from boat to rail would save enough to pay. It must be | 
remembered that the freight must be delivered by rail | 
to the river boats somewhere, and that there are no 
tributaries of the upper Mississippi west of that stream 
which have any steamboat traffic now worth mention- | 
ing, although there is a great deal produced along 
them which the railroads get satisfactory rates for car- | 
rying. The boats that would pass through the im- 
proved canal, therefore, would bave to pick up their 
freight at various Mississippi River points from St. 
Paul to St. Louis where the railroads brought it from 
the West. 
Again, the saving of freights that can be made is 
much less east of the Mississippi than west of it, and, 


much cheaper (at 
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as we have seen, the canal could carry and affect rates 
only for the distance from the Mississippi to Chicago. 
All places south of Rock Island now have trunk-line 
rates on through rail shipments—the lowest rail rates 
known in the word, And as to the roads entering 
Chicago from points further north, it may be said, 
as indeed of all the roads entering Chicago from the 
west, that the tendency is constantly toward a reduc- 
tion in their through grain rates, and probably the 
time is not far distant when their rates from the Mis- 
sissippi to Chicago will be little, if any, higher per ton 
per mile than trunk-line rates; and it is hardly probable 
that even a steam canal could compete successfully 
at these rates, except with that one road parallel with 
which it might be. That is, if its Mississippi terminus 
was at Alton, it might compete successfully with the 
line between Chicago and St. Louis, but probably not 
with those between Burlington, Rock Island, Clinton, 
Dubuque, McGregor and Lacrosse, not to say St. Paul, 
and Chicago, 

Nevertheless, there is no doubt that a good water 
connection between Chicago and St. Louis would be a 
good thing for a considerable part of the country, 
though perhaps of little value to the larger part of the 
Northwest in behalf of which its construction is urged, 
Whether it would be worth what it would cost is an- 
other question which very likely deserves serious in- 
quiry. Toward the answer to this question the com- 
mittee whose address we have mentioned contributes 
scarcely any evidence. First of all is required what 
we may calla traflic survey, which will establish as 
nearly as possible the amount, course and actual rates 
paid by the existing and prospective traftic, the extent 
to which different parts of this trattic might be diverted 
to an improved water-way, and the saving likely to be 
affected at different water rates, Next in importance, 
but of course just as indispensable before undertaking 
any work of construction, would be the survey and 
plans for water-ways of different degrees of capacity, 
and trustworthy estimates of the cost of transporta- 
tion by cack. It might well happen that a channel for 
500-ton boats would pay where one for 2,000-ton steam- 
ers would not, 

If the commerce between Chicago and the lake 
country with the South were one-fourth as great as 
their commerce with the East, there would be much 
greater reason for supposing this project advantageous. 
And there are certain uses for a water-way between 
Chicago and St. Louis which are little spoken of, and 
yet might be of more importance than those which 
are most enlarged upon, There is some reason to sup- 
pose that with very cheap transportation this line 
might become the seat of vast iron and other manu- 
factures. With the Lake Superior iron ore cheaply 
accessible at one end, the lron Mountain ores close to 
the other, and abundant coal (though of inferior 
quality for iron-working) directly on and close to the 
line, this seems exceptionally well situated for those 
manufactures whose raw materials and products are 
In Chicago and 
St. Louis, and on the railroad between them, are now 


heavy in proportion to their value, 


all the Bessemer works west of Cleveland, and most of 
the rail n&lls, and, as the census of this year shows 
unmistakably, it is the manufacturing industries and 
population that are increasing in Illinois, the agri- 
cultural population being almost stationary, and, in 
many counties, having actually decreased, 

The time may have been when the introduction of a 
competing canal to the Mississippi would have ma- 
terially reduced the profits of several Chicago roads ; 
but the effect would be very much less now, partly be- 
cause these roads now make comparatively small 
profits on what traffic a canal could divert, partly be- 
cause they very generally own their own connections 
west of the Mississippi and to a considerable extent 
can control the destination of traffic over them, but 
chiefly because the profits of the parts of their roads 
east of the Mississippi (which alone would be affected 
by a canal) how come chiefly from local traftic, from 
and from the 
which the canal would not attract by low rates. 
These parts of the 
mating the trunk lines out of New York more 


passengers, more valuable freights 


Chicago roads are approxi- 


and more yearly in the nature, extent and value of 
their traffic, except that their local traffic grows faster, 
They carry an immense through traflic at low rates 
and reap a moderate profit from it, and a great deal is 
said about that, as it alone usually can be diverted 


| from one route to another. But their chief dependence 


is on a local traffic which cannot easily be taken from 
them: in this resembling to a limited extent the New 
York Central, which with canal or river competition 
at almost every station makes magnificent profits at 
very low rates from an enormous local traffic, which 
keeps up its dividends even in thore years when the 
tremendous through traffic pays little or nothing more 


than expenses 
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Atlantic Grain Receipts. 


teceipts of grain (not including flour) at each of the At- 
lantic ports for the six months frum Jan. 1 to June 26 have 
been : 


1876 1877. 1878. 1879. 1880, 
New York... 30,495,658 19,928,306 46,093,060 47,544,225 54,788,541 
Boston,...... 6014457 5,715,583 8,401,080 9,497,9. 10,427,599 
Portiand.... 1,448,642 712,708 1,411,621 $81,570 1,560,70) 
Montreal... 4,435,564 2,675,282 8,751, 3,658,215 4,205,142 
Philadel 
phia - ... 15,999,850 8,817,040 19,777,810 = 23,083 62) 22,868,710 
Rait more... 15,408,524 14,215,084 17,866,500 24,412,950 21,000,218 
tew Or 
leans ... . 8,611,173 4,591,487 7,597,648 6,798,603 10,581,555 





Total...... 77,491,853 56,053,675 107,020,055 115,027,223 124,008,465 

The total receipts of the seven ports, thus, were this year 
7 per cent. more than last year, 15 per cent. more than in 
1878, 121'¢ per cent. more than in 1877, and 60 per cent. 
more than in 1876. The aggregate amount of increase since 
last year being 8,100,000 bushels, we find that New York 
has gained 6,240,000 ; Boston, 980,000 ; Portland, 580,000 ; 
Montreal, 640,000; and New Orleans, 3,780,000; while 
Philadelphia has lost 665,000 and Baltimore, 3,3860,000— 
the losses of the last two somewhat exceeding New Orleans’ 
gain. 

The percentage of the total received at each port was: 


1877. 1878. 1879. 1880. 
New York 35.5 45.5 41.0 43.3 
Boston 10.2 7.8 8.2 8.4 
Portland 1.3 1.5 0.8 1.3 
Montreal.... 4.8 3.5 3.2 3.5 
Philadelphia 14.5 18.5 19.9 18.0 





Baltimore ; . 25.4 16.6 21.0 17.0 
New Orleans ............... 4.7 8.0 7.0 5.9 8. 


a 


100.0 1000 100.0 

The percentages of the total receipts at New York com- 
pared with those of Philadelphia and Baltimore taken to- 
gether have been ; 


Total 


1876, 1877. 

Mow Verkkeiss.«cnasubissacens 39.3 35.5 

Philadelphia and Baltimore... 40.6 40, 

The three cities......... 70.9 75.7 80,4 81.9 78.3 

New York’s percentage was largest in 1878, but next to 

that has been largest this year. The percentage of the 

other two cities is this year nearly the smallest for five 

years. 

Comparing New York and Boston, taken together, with 

Philadelphia and Baltimore, taken together, we have : 


1876, 1877. 1878. 1879. 1880. 
New York and Boston....... 47.1 45.7 53.3 49.2 51.7 
Philadelphia and Baltimore, 40.6 40.2 34.9 40.9 35.0 


1878. 1879. 1880. 
45.5 41.0 45.5 
34.9 40.9 35.0 








The four cities...........9 87.7 85.1) = 8H.2 90.1 86.7 

Last’ year the two northern cities received about one-fifth 
more, this year nearly one-half more than the two southern 
ones. Putting it in quantities, New York and Boston received 
9,600,000 bushels more than Philadelphia and Baltimore, 
and this year 20,790,000 bushels more—largely due, as we 
showed last week, to the earlier opening of navigation this 
year, which favors New York especially. 

Going back to tha first table of percentages, we find that 
New York’s was larger this year than in any other of the 
five except 1878; Boston’s largest this year; Portland’s 
largest in 1876, but much larger this year than last; Mon- 
treal’s was smaller only last year, Philadelphia’s smaller 
only in 1877, Baltimore’s smaller only in 1878, and New 
Orleans’ largest this year, but not much larger than in 1877. 

The chief peculiarities of this year have been the decided 
increase at New Orleans and the early opening of lake and 
canal navigation. 

The heavy receipts of new wheat at Baltimore, which be- 
gan about the middle of July, are likely soon to modify 
somewhat these percentages, especially if the upward imove- 
ment of lake and canal rates continues, The southern ports, 
however, have had the advantage of comparatively high 
water rates throughout this season. That they have not 
profited more from it is doubtless due to the fact that rail 
rates also have been higher than for several years, so that 
New York still could be reached cheaper than any other 
Eastern port. 

It being nearly time for the July reports to come in, 
further discussion of the distribution of grain among the 
Atlantic ports is postponed. 


Record of New Railroad Construction. 


This number of the Railrvuad Gazette contains information 
of the laying of track on new railroads as follows: 

Denver & Rio Grande.—Track has been laid on the Mani- 
tou Branch, from Colorado Springs, Col., to Manitou, 6 
miles. Gauge, 8 feet. 

Missouri, Kansas d& Tcwas.—The Denison Division is ex- 
tended from Whitewright, Tex., southeast to Leonard, 10 
miles. 

Missouri, lowa & Nebraska,—The Centreville, Moravia c& 
Albia Branch is extended from Moravia, Ia., north to Albia, 
14 miles, completing the line. 

Nashville & Florence.—The first track is laid from Colum- 
bia, Tenn., west by south to Mount Pleasant, 11 miles. 

Burlington d& Missouri River in Nebraska.—The Re- 
publican Valley Division is extended eastwardto Hardy, 
Neb., 3 miles. 

Chicago, St. Paul, Minneapolis d& Omaha.—The Northern 
Division (the former North Wisconsin road) is extended to 
Chandler, 10 miles. A branch of the Eastern Division is 
completed from Menomonee Station, Wis., to Menomonee, 
2 miles. 

Southern Pacific.-—Extended from San Pedro Crossing, 
Arizona, eastward 14 miles. 

Detroit, Mackinae & Marquette.—Extended to a point 
twenty miles east by south from Marquette, Mich., 4 miles. 

Pennsylvania.—The track of the Pittsburgh Virginia & 
Charleston Branch is extended from Monongahela City, Pa., 
east by south te Maple Creek, 6 miles. 

Chicago, Milwaukee & St, Paul.—The Elk Point Cut-off is 


miles. 
Chicago, Rock Island & Pacific.—The Guthrie Branch is 


completed from Guthrie Junction, Ia., north by east to} 


Gutbrie Centre, 14 miles. 

This is a total of 101 miles of new railroad, making 2,525 
miles thus far this year, against 1,187 miles reported at the 
same time in 1879, 941 in 1878, 830 miles in 1877, 1,046 
miles in 1876, 594 miles in 1875, 913 miles in 1874, 1,966 
miles in 18738, and 3,372 miles in 1872. 


Fast TRAINS have attracted so much attention in this 
country of late that a statement of the best work of this 
kind that is being done in England now will be interesting. 
Correspondents of the English Mechanic say that consider- 
able improvement in the speed of trains has been made there 
this year. On the Great Northern Raiiway there are now 
eight trains daily running between London (King’s Cross) 
and Grantham, 105!¢ miles, without stopping or picking up 
water, in 123 to 128 minutes each, or at the rates of 49!¢ to 
5114 miles per hour. From Grantham to Doncaster, on the 
same road, trains run the 50!¢ miles in 61 minutes; from 
Grantham to Wakefield, 73 miles, one train runs in 77 min- 
utes, or at the rate of 56%, miles per hour, and the last 
named train runs a distance of 1864 miles in 215 minutes, 
excluding stops—an average speed while running of 52.05 
miles per hour. The famous “ Flying Dutchman,” London 
to Exeter, makes 193 miles in 225 minutes, and stands 20 
minutes at stopping places, its average speed while running 
being 49!¢ miles per hour. Six of the eight fast trains on 
the Great Northern are drawn by engines with one pair of 
8-ft. drivers; two by engines with four wheels connected. 
The Grantham-Wakefield run is claimed to be the fastest 
regular train run in the world. The statement we have 
quoted gives the distance as 73 miles, and the average rate 
of speed 56% miles per hour; another statement makes the 
distance 70!4 miles, which reduces the average speed to 54% 
miles per hour, at which rate it would take about 98 
minntes to run from New York (Jersey City) to Philadel- 
phia, with no stop on the road, which the fastest train now 
makes in 110 minutes. But there are three stops made on 
this line, and none on the English run. 


WatTeER Rates have fluctuated but little during the past 
week. Lake rates closed Wednesday at 4% cents a bushel 
for corn and 5'¢ for wheat for Chicago or Milwaukee to 
Buffalo—a slight advance. Canal rates are quoted at 514 
cents for corn and 5% for wheat from Buffalo to New York: 
Ocean rates nearly throughout the week have been 914d. per 
bushel for grain by steam from New York to Liver- 
pool, once reaching 9!¢d. These unusually high rates, 
however, at last began to exports, and Wed- 
nesday the demand for vessels was hardly equal 
to the supply, so that there is some _ prospect 
of a reduction, which, in view of the low prices for grain, is 
desirable. It now costs about 12!¢ cents a bushel to send 
wheat by water from Chicago to New York, and 1914 cents 
tosend it from New York to Liverpool, which is probably 
about inversely in proportion to the cost. 


check 


There is some 
reason to suppose that the rates will be higher in midsummer 
this year than later. There seems to be rather a scant supply 
abroad to last till the new crop comes forward, which makes 
large shipments now imperative ; but the harvests of Europe 
are likely to be so much better than last year, that after 
they are gathered there will be much less urgency for a 
large movement, and though we will have as much to export 
as last year, and may export all the surplus, we are not 
likely to do it if the rates for transportation are very higb. 
This will have some effect on internal as well as ocean trans- 
portation, doubtless; but it is only ocean transportation that 
is now exceptionally high. 


General Qailroad “Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends have been declared as follows : 

Illinois Central, 3 per cent., semi-annual, payable Sept. 1. 

New York, Providence & Boston, 2 per cent., quarterly, 
payable Aug. 10, 

Kansas City, Ft. Scott & Gulf, 344 per cent. upon the 
shares represented by contracts to issue preferred stock, pay- 
able Aug. 16. These contracts represent a part of the former 
bonded debt, and this is the first dividend. 

Detroit, Lansing d} Northern, 3!¢ per cent. on the pre- 
ferred, and 2!¢ per cent. on the common stock, payable Aug. 

0. 


Cheshire, 145 per cent. on the preferred stock, payable 
July 28. ; 

Car Trust of Pennsylvania, 2 per cent., quarterly, paya- 
ble Aug. 2. 

Railway Equipment Trust of Pennsylvania, 1'¢ per cent., 
quarterly, payable Aug. 2. 

Delaware & Bound Brook (leased to Philadelphia & Read- 
ing), 1!¢ per cent., quarterly, payable Aug. 2. 

Pullman Palace Car Co., 2 per cent., quarterly, payable 
Aug. 16. 

Middlesex Central (eased to Boston & Lowell), 8 per cent., 
semi-annual, payable Aug. 2. 

Chicago & Alton, 3\4 per cent., semi-annual, payable Sept. 
4. Transfer books will be closed from Aug. 24 to Sept. 6. 
This dividend will apply to the new issue of common stock, 
provided full payment for the same has been made on or be- 
fore Aug. 20. 


Foreclosure Sales. 


completed from Elk Point, Dak., to the Sioux Falls line, 6 
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| debt consists of $5,101,094 sectional bonds, subject to which 
| the road will be sold, and $5,470,000 consolidated bonds. A 
| plan of reorganization has been agreed on, as heretofore 


| noted, 
| Western Railway Weighing Association. 

A meeting of representatives of the roads entering Chicago 
from the West was held in thatcity, July 27, for the purpose 
of perfecting a plan for a more satisfactory weighing of car- 
| lot freight on all lines. There were present W. G. Swan, 
| Chicago, Wilwaukee & St. Paul; C. G. Eddy, Chicago & 

Northwestern; Paul Morton, Chicago, Burlington & Quincy; 
J. T. Sanford, Chicago, Rock Islana &: Pacific; James Smith 
Chicago & Alton; Horace Tucker, Linois Central, and 

{obert Forsythe, Chicago & Eastern [Llinois. 

After the matter had been fully discussed and considered, 
it was reso.ved to organize the Western Railway Weighing 
Association, the object of which shall be to have all car-lot 
freight weighed at the initial points. The following Execu 
tive Committee was elected: W. J. Swan, E. P. Ripley, J. 
T. Sanford, H. C. Wicker and Horace Tucker, this Commit- 
tee to serve for the term of one year. 

The Committee then elected Horace Tucker Chairman. 

Mr. J. R. Wheeler, who for some years past has had 
charge of the weighing for the Southwestern lamber pool, 
was elected Superintendent of the organization, with power 
to appoint weighmasters at the various stations and points 
of shipm -nt. 

The agreement was signed by the following roads: Chi- 
cago & Alton ; Chicago, Burlington & Quincy ; Chicago & 
Eastern Illinois; Chicago & Northwestern ; Chicago, Mil- 
waukee & St. Paul ; Chicago, Rock Island & Pacific ; Illi- 
nois Central, and Wabash, St. Louis & Pacific. 

It was decided to put the new arrangement in force Aug. 
16. It was also decided to issue the following call: 

‘* Pursuant to agreement a convention of railroads located 
west of Pittsburgh and Baffalo and east of the Mississippi 

tiver will be held at the Kennard House, Cleveland, Wed- 
nesday, Aug. 4, at ll a.m. The business to be transacted 
will be to consider and adopt such measures as will insure 
the collection of charges on all car-lot freight on the basis of 
the actual weight carried. To promote this result all roads 
between Buffalo and the Mississippi River should participate 
in the movement. Assurances from 25 roads have been re- 
ceived that they will be represented. Earnest invitation is 
hereby extended to al]l others within the territory described 
to be present at the time and place above named.” 


ELECTIONS AND APPOINTMENTS. 


Alabama Great Southern.—At a recent meeting of the 
board, Mr. Join Scott, heretofore Assistant General Mana- 
ger, was appointed Agent and General Manager, to date 
from Aug. 


Baltimore & Chicago.—At a called meeting of the stock4 
holders in Wooster, O., July 27, the following directors wore 
chosen: K. F. Randolph, Columbiana County, 0. ; Lewis 
Scott, Waynesburg, O. ; James Evans, Bolivar, O.; 8. P. 
Beales, Wayne County, O.; D. D. Miller, R. P. Reddick, 
Wooster, O.; W. Cheseroun, Jeromeville, O. ; David Whiting 
Ashland, O.; Casper Schwartz, Ashland County, O.; W. B. 
Cuykendall, Plymouth, O.; J. R. Straughan, Ft. Wayne, 
Ind. ; George A. Kelley, W. E. Schmertz, Pittsburgh, Pa. 
The board elected D. D. Miller, President; George Plummer, 
Secretary: J. O. Jennings, Treasurer ; J. R. Straughan, 
Chief Engineer. 


Brunswick di Albany.—Col], Chas, L. Schlatter, heretofore 
Chief Engineer and General Superintendent, has been ap- 
pointed General Manager and Treasurer. Mr. R. D. Mea- 
der, heretofore Assistant Superintendent, has been appointed 
Superintendent. rf 


Carolina Central,—The office of General Manager will not 
be filled for the present. It is said that Gen. McRae will 
probably not accept the position. 

Mr. James Anderson has been chosen Treasurer. Mr, F. 
W. Clark is appointed General Freight and Passenger 
Agent. 


Chicago, Milwaukee d& St Paul.—Mr. T. W. Wadsworth 
has been appointed General Land Commissioner. He has 
been for a number of years in the company’s servic. 


Mr. b. H. O'Meara has 


Fond du Lac, Amboy & Peoria, 
i Agent of this road, 


been appointed General Freight 


Ft. Wayne & Jackson. 
July 31: 

“Mr. H. A. Raymond, Auditor and Purchasing Agent of 
this company, having resigned, to take effect this day, those 
positions are hereby discontinued. 

‘*Communications relative to purchase, and car mileage 
reports, will hereafter be addressed to the General Superin- 
tendent (Mr. M. D. Woodford). 

“Mr. J. C. Webb has been appointed Freight and Ticket 
Accountapt. All ticket reports, freight statemeuts, way 
bill tissues, etc., will, in future, be addressed to him at Jack- 
son, Mich.” 


The following circular is dated 


Galveston, Harrisburg & San Autonio.—Mr. 8. L. Werden 
is Chief Clerk in the General Superintendent’s oftioe at Hous- 
ton, Texas. 


Grand Rapids, Greenville d& Bay City.—This company 
was last week organized by the election of the following di- 
rectors : Wm. Backus, C. J. Church, C. C. Ellsworth, George 
F. Middleton, Leroy Moore, John M. Riddle, Eugene Rutan, 
Nathaniel Slaght, Stephen KR. Stevens, James Towles, 
Greenville, Mich.: J. M. Barnett, H. J. Hollister, W. O. 
Hughart, Grand Rapids, Mich. The board elected W. O. 
Hughart, President ; C. J. Church, Vice-President ; J. H. P. 
Hughart, Secretary ; Leroy Moore, Treasurer. Mr. Hughart 
is president of the Grand Rapids & Indiana Company. 


Gulf, Colorado & Santa Fe.—Mr. C. lL. Leslie has been 
appointed Master of Transportation, and Mr. W. H. Martin 
Foreman of Car Repairs. Offices in Galveston, Texas. 


Indianapolis, Decatur & Springfield.—Mr. E. H. Good- 
rich is appointed General Superintendent, in place of H. G. 
Morse, resigned. Mr. Goodrich was formerly on the Chi 
cago, Milwaukee & St. Paul road. 


Lehigh Valley.--Mr. A. W. Stedman has been appointed 
Principal Assistant Engineer of this road and its controlled 
lines, the Pennsylvania & New York and the Geneva, Ithaca 
| & Sayre. All assistant engineers will report to Mr. Sted- 
| man and receive their orders from him. His office will be at 
Wilkesbarre, Pa., until furthur notice. 


Louisville & Nashville.—Mr. A. 





l Anderson has been ap- 
winted General Ticket Agent of the New Orleans, Mobile & 














The Atlantic, Mississippi d Ohio road will be sold in Rich- Sones Division, in place of J. W. Coleman, resigned, 
T tien > $ . Saas . 7 tes aap 

meme, Va., Nov. 1, by Mr. FF le asants, Master, under &| Middlesex Central.—At the annual meeting in Boston 
ecree of the United States Circuit Court foreclosing the | July 81, the following were chosen: Nathan Carr th. 
ee morhgnue. The sale will include the entire | Nathan Cushing Jacob Edwards, Wm. H Hill Jr. feanie 
ee ge anne one SMe Ke. “City Bolt, 16 | Keyes, 8. W. Richardson, directors; Charles B. Dodd, Clerk 
miles, and to Salt Works, 10 miles; 428 miles of railroad in | 24 Treasurer. The road is leased to the Boston & Lowell. 
all, with all equipment and appurtenances. The bonded Nebraska.—Mr,. W., 





Missouri, Iowa da: S. Hill, General 
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Freight and Passenger Agent, has been appointed Assistant 
Superintendent also. 


Nevada Central.+Mr. Joseph Collett is now General Mar- 
“ager, and fF. W. Dunn Assistant Superintendent. 


New Castle & Franklin.—Mr. A. Vandivort (previously 
Superintendent) has been appointed Receiver by the Court 
of Common Pleas of Lawrence County, Pa., to date from 
July 15. He has appointed F. E. Nettleton Auditor. 


Philadelphia, Wilmington & Baltimore.—The board has 
chosen Nathaniel Thayer, Jr., of Boston, a director in place 
of Nathaniel Thayer, resigned. 


Richmond & Allegheny.—Mr. Decatur Axtell has been 
appointed General Manager. Heis charged with a thorough 
organization of the company’s forces. 


Rutland.—At the annual meeting in Rutland, July 29, the 
following directors were choseu: John B. Page, Rutland, 
Vt.; B. B. Smalley, James W. Hickok, Burlington, Vt.; 
James H. Williams, Bellows Falls, Vt.; E. A. Birchard, 
Brandon, Vt.; George W. Gill, Worcester, Mass.; Jacob 
Edwards, Edward 8. Moseley, Henry M. Whitney, Boston. 
The board re-elected John B. Page President ; James H. 
Williams, Clerk ; Joel M. Haven, Treasurer. 


Sioux City & Dakota.—At a meeting held in Sioux City, 
Ia., July 29, Messrs. 8. 8S. Merrill, J. W. Cary, P. M. 
Meyers, and W. C. Van Horne were chosen directors in 
place of C. G. Wicker, E. C. Larned, James C, Blair and 
John I. Blair, resigned. The newdirectors are all connected 
with the Cnricago, Milwaukee & St. Paul. The board 
elected 8S. S. Merrill, President; J. W. Cary and C. M. 
Meyers, Vice-Presideuts. 


Syracuse, Chenango d& New York.—Mr. Alfred Allen has 
been appointed Superintendent. He has been connected 
with the road for several years. 

Utica, Ithaca & Elmira.—Mr. G. James Rice, President 
of this company, will act also as Superintendent. Mr. J. 
Rodbourn has retired from the office of General Manager, 
but continues Vice-President. 

Western d> Atlantic. —Mr. W. A. Anderson has been ap- 
pointed Ticket Auditor, in place of T. H. Bell, resigned. 

Vestern Counties —'he officers are as follows : President, 
George B. Doane ; Secretary, James W. Bingay ; Geueral 
Superintendent, James Brignell. Offices at Yarmouth, Nova 
Scotia. 


Wichita, MacPherson & Denver.—The directors of this 


new mg arf are; 8. E, Jocelyn, H. W. Lewis, John 
Tucker, W. 8S. White, W. C. Woodman. Office at Wichita, 
Kansas. 
PERSONAL. 
—Mr. H. G. Morse has resigned his position as General 





Superintendent of the Indianapolis, Decatur & Springfield 
Railroad 

-Mr. Thomas L. Ogden, President of the Delaware River 
tailroad Company, died at his residence at Ogden Station, 
N. J., July 30. 


Mr. H. A, Raymond has resigned his position as Auditor 


and Purchasing Agent of the kt. Wayne & Jackson Rail- 
road, on account of ili health. His retirement is much re- 


gretted by the managers of the road, who esteemed him as a 
faithful and efficient officer. 

—Mr. Nathaniel Thayer, of Boston, for many years a di- 
rector of the Philadelphia, Wilmington & Baltimore, has re- 
signed on account of bis advanced age and his desire to be 
relieved from business cares. Mr. Thayer isa large owner 
of Western railroad property. 

Mr. Frank Ellmaker recently resigned his office as Chief 
Engineer of the Springfield Southern Railroad to accept a 
peter in the engineering department of the Pennsylvania 
tailroad at Altoona, Pa. Before leaving his old road, Mr. 
Ellmaker was presented by the employés with a valuable 
gold watch and diamond stud. 

—Mr. Walter Clapp, who died at his home in Norwich, 
Conn., July 27, aged 74 years, was said to be the oldest 
railroad conductor in the state. He was appointed con- 
ductor on the Norwich & Worcester road in January, 1845, 
and ran regularly on that road nearly 32 years, untii Octo- 
ber, 1876, when he retired on account of failing health. 

—The Boston Transcript says: ‘* Although one of the 
oldest roads in the country, we doubt if there is another that 
has as young a set of officers as the Boston & Albany Rail- 
road, the President being only 46; Assistant to the President, 
43; Treasurer, 47; Superintendent, 45; General Freight 
Agent, 80; Assistant General Freight Agent, 45; General 
Passenger Agent, 38, and Master Mechanic, 47 years old.” 

Mr. Merwin Prindle, who died in Indianapolis, July 27, 
was born in St. Albans, Vt., in 1806, and went to Sadie 
in 18386. He built a large part of the old Madison & 
Indianapolis road and was its Superintendent for several 
years. He afterward had contracts on the Terre Haute & 
indianapolis, the Evansville & Crawfordsville and other 
roads, and from 1854 to 1865 was Superintendent of the 
Union Depot in Indianapolis. He then built the Cincinnati 
& Martinsville road and owned a large mill in Madison, but 
retired from active business several years ago. 

Major John EK. Simpson, General Manager of the Terre 
Haute & Indianapolis Railroad (the Vandalia Line), died at 
the Lindell Hotel, in St. Louis, Aug. 2, after only a week’s 
illness, of paralysis. Major Simpson was only 40 years old. 
He was born in New York State, but went to Indiana at an 
early age. His whole active life had been passed in the ser- 
vice of the Terre Haute & Indianapolis Company, which he 
entered as a messenger boy, rising edudiy through the 
grades of telegraph operator, train dispatcher, Assistant 
Superintendent, and Superintendent, to be General Manager. 
His continuous service was broken only during the war, 
when he entered an Indiana regiment, in which he rose to be 
Major. He was very highly esteemed as a manager, and 
was especially noted for his extreme care and conscientious- 
ness in the performance of his duties. 


TRAFFIC AND EARNINGS. 


Grain Movement, 
For the week ending July 24 receipts and shipments of 
srain of all kins at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past seven years : 
-Northwestern Shipments.— 
, . 





L Northwestern FP. c. Atlantic 
Year, Receipts. Total. By rail. by rail. Receipts. 
1874 . 3,680,886 2,201,940 434,716 19.7 2,808,327 
I875.... .. 4,424,392 3,698,180 976,152 26.4 2.287.218 
1876 ..... 2,983,881 2,494,710 1,038,209 41.5 2,621,248 
IS77...... 8,151,081 3,123,145 "318.848 «10.2 =: 21013,274 
1a76 +++. 4.765,172 3,6 1,338,719 36.7 5,003,895 
879...... 4,851,503 5,160,422 1,545,265 30.0 7,450,637 
1880.... 7 826,850 6 559,034 1,526,180 23.3 9,428,106 


lhe receipts of Northwestern markets show an increase of 


more than 2,000,000 bushels and 3414 per cent. over those of 
the previous week, and have been exceeded but twice this 
year, but once last year, four times in 1878, and never be- 
fore that. So heavy a movement so early in the year was 
never known before. It is doubtless largely caused by ar- 
rivals of new winter wheat, but not wholly so, for more than 
half the receipts are corn. 

The shipments of these markets are 22 per cent. more than 
in the previous week, and are the largest for four weeks, and 
much a than ever were made in a July week before. 
The rail shipments were a third larger than the week before, 
and about as large as in the corresponding week of last year. 
Rail shipments were at no time very large after June last 
year. 

The receipts of Atlantic ports are truly enormous, and 
have been exceeded but once—four weeks before. 

Of the receipts of Northwestern markets, Chicago had 49 
per cent., St. Louis 22.2, Toledo 17.6, Peoria 5.1, Cleveland 
2.2, Milwaukee 2, Duluth 1.1, and Detroit 0.8 per cent. The 
receipts of St. Louis and Toledo are chiefly wheat ; those of 
Chicago are four-fifths corn, and it received 77 per cent. of 
all the corn, but only 1414 per cent. of the wheat. 

Of the receipts at Atlantic ports New York had 52.3 per 
cent., Baltimore 23.6, Philadelphia 11.9, New Orleans 5, 
Montreal 4.3, Boston 2.7, and Portland 0.2 per cent. Balti- 
more’s receipts are the largest ever known. but New York’s 
have been exceeded once, and its preportion of the whole 
is the largest for six weeks. 

Exports of grain and flour from Atlantic ports for four 
weeks have been : 


July 28. July 2L. July 14. July 7. 
Flour, bbls....... 93,647 79,175 101,505 103,177 
Grain, bush......6,205,671 6,160,334 = 6,261,017 «5,761,139 


These are very large exports in grain, amounting to about 
three-fourths of the Atlantic receipts for the same, which 
latter have been among the largest ever known. 

Buffalo receipts and shipments for the week ending July 
28 were: 








— -Receipts.——- —-Shipments. — —, 

1880. 1879, , 1880. 1879. 
By water... . 2,415,800 2,141,285 2,744,050 1,952,231 
OS ere 1,301,000 1,192,200 2,383,900 1,630,088 
BEES hitasaasa 3,717,800 3,353,485 5,127,950 5,584,269 


Of the receipts 35 per cent. this year and 35% last year 
were by rail, and of the shipments, 464 per cent. this year 
and 45'9 last year. The rail shipments have increased 46 
per cent. and the canal shipments 41 per cent. 

Baltimore grain receipts in July were as follows, flour in 
barrels and grain in bushels : 





. 1880. 1879. Inc. or Dee. P.e. 
I ik wibe LacslGend ewan 75,613 78.4351 D. 2,818 3.6 
Wheat........ Pee Fee 6,960,099 5.122.955 I. 1,837,144 35.9 
RS s-93:3,00 err ry ots 961,905 1,263,997 D, 302,092 23.9 
Other grain............ 71,069 116,669 D. 45,600 39.1 

Total grain.... ....7,993,073 6,503,621 I. 1,489,452 22.9 
Total, flour reduced - ; 2 
to wheat........ .8,371,138 6,895,776 I. 1,475,362 21.4 


For the seven months ending July 31 the receipts were as 
follows : 


1880. 1879. Dec. P.c. 

Flour, barrels...... waa 614,075 694,525 80,450 11.6 
Grain, bushels........ ...30,012,739 52,255,279 2,342,540 7.2 
Total, bushels......33,083,114 35,827,904 2,744,700 7.7 


Exports in July were 30,728 barrels and 2,870 sacks of 
flour, and 6,067,712 bushels grain. 

The Buffalo Commercial Advertiser reports grain receipts 
at that city upto May 31 as follows, flour in barrels and grain 
in bushels: 





-—— —-Flour——— - -Grain —- 
1880. 1872. 1880. 1870). 
St NOD, 6 si-2 vcesae 631,324 52,817,169 h 
ee 532,900 19,510,900 
Total.. . 1,065,224 1,050,036 28.069 
Per ct. by rail.. 50.1 70.2 27.0 





Shipments eastward of grain received by lake for the same 
period were as follows, in bushels : 


1880. 1870. Increase. Pie 
By canal........ 33,442,647 15,860,333 17,582,314 110.9 
By raul.. . 16,455,925 5,130,168 LL825,757 220.8 
Potal. 22.000 49,898,572 20,990,501 28,008,071 137.7 

Per ct. by rail... 33.0 24.4 8.6 


The canal opened April 20 this yearand May 8 last year. 


Railroad! Earnings. 
Eearnings for the various periods are reported as foliews: 
Sic months ending June 30: 





1880. I87Y, Inc. or Dec. P. ec. 
At., Miss. & Ohio.. $902,514 $715,486 JT. $187,028 26.1 
Del. & Hudson 
leased lines... 2.383,004 1,886,604 I. 496,400 26.4 
Net earnings...... 965,692 720,418 1, 245,274 34.0 
Houston & Texas 
Oent......... 1,460,833 1,202,674 1. 258,159 21.5 
Net earnings ..... 465,008 336,561 4. 128,447 38.1 
Five months ending May 31: “ 
Wisconsin Central.. $446,017 $322,646 I, $123.371 38.2 
Netearnings.... 101,909 63.522 1. 48,587 00.4 
Month of June: 
Albany & Susque- 
ee eae $110,934 $80,926 I, $30,608 37.1 
At., Miss, & Ohio, 133,764 102,247 1. 31,517 30.8 
Cin., Sandusky & 
| rae 61,882 51,875 1. 10,007 19,2 
Del. & Hudson, Pa. ; 
See 76,608 107,994 D., 31,386 29.1 
Houston & Tex 
Ns os ¢.d30cde0 195.329 163,798 I, 31,551 19.5 
N. Y. & Canada.... 50,228 33,301 1, 16,027 50.8 
N. Y., Penna. & = 
avéccr0e sare 364,109 301,272 =. 62,837 20.8 
N. Y. & New Eng . 
2S oe 219.801 169,116 I 0,775 30,0 
Net earnings : 83,108 31,374 I 51,784 164.7 
Rensselaer & Sara- 
| peg 148,325 118,769 1. 29,616 24.9 
St. John & Maine.. 7,6 8,657 D. 1,007 = 11.6 
Net earnings. .... er 5 spike eae Ronee 
Month of July: 
Denver & Rio eon 
Grande....... $372,100 $86,072 To $286,118 Ab23 
Peoria, Decatur & 
Evansville........ 43,000 
Third week in July: ee elt 
Chic & Eastern Tll.. $31,258 $17,416 1, $13.8387 70.5 
Minn, & St. Louis... 14,588 9,689 I, 4,899 50.5 
St. Louis, Iron Mt. = 
| ae ws) Sos 114,800 88,858 I. 25,942 20.2 
Week ending July 16: ~— a 
Great Western...... $90,878 $75,193 1. $15,685 = 20,8! 
Week ending July 24: Pie aN 
Grand Trunk.... ... $203,452 $154,503 LL $48,949 31.7 


A Southern Railroad War. 
There was a report early in the week that the Louisville 
& Nashville and the Chicago, St. Louis & New Orleans had 
settled their difficulties. It was untrue, however, and the 





cutting of passenger rates from New Orleans to northern and 


fastern points has continued until it has been im ible to 
Say what the rates really were from day to day. The latest 
news is that the Louisville & Nashville agents have an- 
nounced that “special rates on freight will be given on ap- 
plication,” which means that the war is to extend to freight 
as well as to passenger rates. 


Joal Movement. 
Coal tonnages are reported as follows for the week ending 
July 24: 





1880. 1879. Inc or Dec. P.c. 
pore 406.007 552,593 D. 146.586 26.5 
Semi-bituminous..... 87,722 92,697 D, 4,975 5.4 
Bituminous, Penna 42,503 38,643 1, 3,660 9.5 
oe Pere 35,734 27,901 I. 7,833 28.1 


The anthracite trade is quiet, but an increased demand is 
looked for soon, as stocks must be getting low, and the lay- 
ing in of domestic supplies for winter must soon be begun. 

Cumberland and Clearfield production is well maintained, 
though the market is very quiet with the exception of a slight 
increase in demand for steamer use. 


A Kansas Live Stock War. 

A western paper says the roads west of the Missouri 
River are reported to be fighting bitterly on live stock busi- 
ness. The Kansas City, Lawrence Southern and the 
Atchison, Topeka & Santa Fe reached Caldwell, Kan., about 
the same time, and a severe fight at once began for the 
stock business from that point. It is stated that both com- 
vanies were cutting the rate per car, also that the Santa Fe 
sad made a rate from Caldwell to Chicago and St. Louis, via 
the St. Louis & San Francisco Railroad, of $75 and $50, as 
against $85 and $70 by the way of Kansas City via the 
Santa Fe or Kansas City, Lawrence & Southern, By this 
cutting the Santa Fe receives $10 per car for a haul of 50 
miles, as against about $35 for a haul of 279 miles. It was 
$10 for a short haul, and so to even matters they made a 
rate of $10 from Wichitato Kansas City, hauling a car 
279 miles for that amount. This was done to hurt the Kan- 
sas City, Lawrence & Southern, and consequently some 300 
car-loads, which should have come by way of Kansas City, 
were shipped by way of St. Louis. The fight is still going 
on, and Kansas City is complaining that this is hurting its 
interests. 


New York State Canals. 


A statement from Albany gives the following figures for 
the traffic on the canals from the opening to July 31; 


1880, 1879). Increase. P. ce. 
Tons freight cleared. 2,000,868 2,021 841 78,027 48.4 
Miles boats moved.. 5,001,708 2,708,460 2,208,280 78,7 
Tolls collected. ...... $534,603.56 $311,073.77 $223,619.79 71.9 


The canals opened April 20 m 1880, and May 8 in 1879. 
The average rate per bushel on grain by water from Chicago 
to New York was: On wheat, 1880, 11.69 cents ; 1879, 7.47 
cents. On corn, 1880, 10.70 cents ; 1879, 6.57 cents, 


Lake Superior tron Ore. 
Shipments of iron ore from the Lake Superior Region from 
the opening of navigation up to July 28 were as follows, in 
tons: 





1880 1870). increase. P. c. 
From L’Anse .......... . 20,022 16,973 4,049 2% 
From Marquette .......... SUB 92 244,050 63,970 
From Escanaba 532.704 202,587 240,207 
WOES sic bbeesece 200s RR O45 554,519 508, 126 55.6 


Of the Escanaba shipments thivy year 262,128 tons came 
from the Marquette District, and 270,666 tons from the 
Menominee District. There were also 17,6438 tons of ore de- 
livered to local points, making the total output 880,258 
tons. 

There were 8,173 tons of pig iron shipped from Marquette 
this season. 


Krie Canal. 
The business of the Erie Canal at Buffalo from the opening 
up to July 31 is reported as follows : 


1880. 1870. Increase. P.c, 
No. boats cleared..... 4,957 2, 806 2,157 77.0 
Tolls received,.... ... $948,064 $170,154 $168,930 4.5 
Av. receipts per day... 3,412 2,132 1,280 60.0 


The canal opened April 20 in 1880, and May 8 in 1879, 
giving 18 days’ more of navigation this year. 


RAILROAD LAW. 


Liability for Injury to Employees, and Insurance in 
Germany and France. 


In the British Parliament, at present, one of the leading 
questions regards the adoption of a bill extending the lia- 
bility of employers for injuries to their employés. In illus- 
tration of the matter a very interesting paper has been is- 
sued by the government, containing reports on the laws in 
force m France and Germany with regard to the insurance 
of persons employed in mines, etc., and the legal liability of 
employers. As to Germany, an Imperial law, passed June 

871, and extended in 1872 to Alsace-Lorraine, enacts as 
to railroads ‘ that if any person is killed or burt in the work- 
ing ef a railroad, the proprietor is liable to damages for. the 
injury inflicted, so far ashe cannot prove that such injury 
was inflicted by a higher power or by the fault of the person 
so killed or injured.” And as to mines and factories, * that 
any one working a mine or quarry, a pit, or a factory, is 
liable in damages when death or injury is caused to any per- 
son during and inthe working of the said mine, quarry, pit 
or factory, by the fault of his agent or representative or of 
any person empowered or deputed by him to direct the work 
or to superintend the workmen.” ‘The amount of damages 
is assessed by the tribunals, and may be calculated as a 
total in money or in annuity. In consequence of this law 
it has become a habit of manufacturers in various parts of 
Germany to insure the lives of their workmen against acci- 
dents incurred within the meaning of the act, and this they 
do not only by taking policies in existing companies, but by 
clubbing as manufacturers to form accident insurance socie- 
ties. In France the principle of the civil liability of em- 
ployers has no limit, and it is applicable to all kinds of 
liability. The legislation concerning mines contains special 
provisions as to workmen, and in the larger number of 
mines in France mutual assistance and providential funds 
have been organized in the interest of the workmen, ‘They 
are, in general, supported by a deduction of 3 per cent, upon 
the amount of the wages. Railroad ——— in France 
have established for the benefit of their workmen and_ their 
employés provident institutions, but they have none the less 
frequent litigation with persons having sustained damage. 
The responsibility is fixed by Article 1,884 of the Code 
Civile, which is as follows: * A person is responsible not 
only for the injury caused by his own act, but also for that 
which is caused by the act of persons for whom he is bound 
to answer, or by things which he has under his care.” 
Rights of Express Companies. 

A dispatch from Indianapolis, July 26, says: * The Louis- 
ville, New Albany & Chicago Railroad Company having 
threatened to eject the Adams Express Company from its 





line, the Express Company applied to the United States 
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Court for an injunction, which was granted. On a prelimi- 
nary hearing of the case in May last, Justice Harlan issued a 
restraining order until the final hearing of the case. 
cently the Railroad Company has annoyed the Express Com- 
pany in various ways, and finally refused to receive its safes 
and chests unless the Railroad Company were permitted to 
open and examine the contents, whereupon the Ex- 
press Compe moved an attachment against the Railroad 
Company and its various officers for centempt. The 
greater part of last week was occupied in argument, and 
to-day Judge Gresham delivered an opinion which is inter- 
esting as affecting the transportation interests of the country. 
He holds that the railroad company and its officers were in 
contempt, butas they were acting under the advice of 
counsel he dismisses the attachment at their cost. A_ rail- 
road company has no right to charge an express company 
carrying packed parcels the aggregate sum it might change 
for Geneels if sent separately, but may charge a reasonable 
rate for the carrying of a safe or chest containing parcels as 
one single package only. It cannot demand an inspection 
of the contents of such parcels, anless it bas reason to 
believe the contents to be dangerous to life or 
property. The decision defines the rights between the 
parties to be the same as before the suit was comvuenced, 
and directs that the status of affairs existing then be main 

tained until the final hearing.” 


Tickets as Contracts. 


During the recent term of the United States Circuit Court 
in this city there was tried a case which decided an im- 
portant question as to the rights of passengers. It was the 
case of W. C. Bibb vs. the East Tennessee, Virginia & 
Georgia Railroad. The facts were that Bibb purchased a 
through ticket trom Washington City to Augusta, Ga,, con- 
taining a plainly printed contract, making it a limited ticket 
good for one continuous first-class passage, and giving him 
the right to pass over the defendant’s road running from 
Bristol to Dalton, After leaving Bristul the conductor took 
from the ticket the coupons over this road from Bristol to 
Dalton, and handed Bibb what is known as a condcutor’s 
check, good for that train only. Bibb, without asking for 
a stop-over ticket or che:k, stopped at Knoxville for a day 
or two, and resumed his journey on the condeutor’s check. 
The conductor on this train from Knoxville to Dalton re- 
fused to recognize the check given Bibb by the other con- 
ductor, as it was good for the other train only ; Bibb 
showed bim the through ticket, but it being good 
for one continuous journey the conductor — could 
not pass Bibb on it without violating the contract and 
the rules of the company. So he informed Bibb that he 
must pay his fare or get off. Bibb unfortunately did not 
have the money with him and when he reached the next 
station he got off, as requested by the conductor. He bor 
rowed the necessary money, and resumed his trip. His suit 
was brought against the company for $5,000 for ejecting 
him from the train in violation of the contract—Bibb claim- 
ing that he made a verhal agreement with the ticket agent in 
Washington to stop off at Knoxville. The Court held that 
what the agent stated could not alter the plain contract on the 
ticket and Bibb was bound by its terms, and having violated 
it himself by stopping off without the consent of the com- 
pany he could not claim datmages from the road, 

Mr. Glenn, of Hopkins & Glenn, represented Bibb, Mr. 
Shumate, of Dalton, and Messrs. Mynatt & Howell, of At- 
lanta, represented the road. 

The Bibb case shows that purchasers of railroad tickets 
should understand the importance and effect of the contracts 
they make with the roads.—Atlanta (Ga.) Constitution, 
July 81, 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The firm of Bowlers, Maher & Brayton, car-wheel makers 
of Cleveland, O., has been reorganized and is now known a 
Bowler & Co, The sheps are full of orders for wheels and 
other castings. 

The Grand Trunk shops in Montreal are now very busy 
and employ all the men who can be profitably worked. 
Large extensions are being built to both the car and locomo- 
tive shops. A number of new freight engines are being 
built, and the car shops have in progress several dining cars 
and a uumber of freight cars. A new foundry is soon to be 
built. 

The Pittsburgh Locomotive Works lately shipped two en- 
gines to the Texas & Pacific, and one to the Atchison, To 
peka & Santa Fe. 

The Harlan & Hollingsworth Co., at Wilmington, Del., 
has lately completed several cars for the Woodruff Sleeping 
Car Co. 

The Aurora shops of the Chicago, Burlington & Quincy 
road are turning out two engines a month. 

The Central Iowa shops at Marsballtown, Ia., are to build 
200 box cars for use on the road. 


Iron and Manufacturing Notes. 


The Indianapolis Rolling Mill Co, last week closed a heavy 
contract for iron rails at $52 per ton. 

At the annual meeting of the North Chicago Rolling Mill 
Co. last week, the President stated the tonnage of iron and 
steel produced by the works to be 374,184 tons. The gross 
receipts for the year ending July 1, 1880, were $9,172,- 
528.14; the amount of surplus, $1,342,807. |The company 
has at present 5,000 men in its employ, and the Say-rol for 
labor for the year just closed amounts to $1,745,927. The 
officers chosen were: President, Orrin W. Potter; Vice- 
President, Samuel P. Burt; Treasurer, Stephen Clement; 
Secretary, Richard C, Hannah. 

The Excelsior [ron Works, in Chicago, are building two 
winding engines, of 150 horse-power each, for the Union 
Pacific road, They have a contract for all the steam boilers 
for the new Puilman shops in Chicago; also heavy orders 
for the North Chicago Rolling Mill Co, and others. 

Mingo Furnace at Steubenville, O., went into blast last 
week, after a stoppage of several months. 

Warren Foundry, at Phillipsburg, N. J., has taken a con- 
tract to make 5,000 tons of cast-iron water pipe for the city 
of Detroit. 

The Foster patert rock and ore breaker, made by Totten 
& Co., of Pittsburgh has been in use six years at the Etna 
fron & Nail Works in Bridgeport, O., and is highly recom- 
mended by parties who have used it. - 

ted Bunk Furnace, near Red Bank, Pa., is in blast and 
doing well. 

Mahoning Furnace, near Kittanning, Pa.,. tas been thor- 
oughly repaired aud is now in full blast. 


Bridge Notes, 


The Edge Moor Iron Works, near Wilmington, Del., are 
working double turn. The principal work on hand is for the 
New York & Brooklyn Bridge and for the Pennsylvania 
Railroad’s new elevated line into Philadelphia. ; 

Messrs. Rust & Coolidge, of Chicago, have the following 
contracts on hand: Four wrought-iron spans of 215 ft. each 
and one of 161 ft., over the Mississippi at Sabula, Ia., for 
the Chicago, Milwaukee & St. Paul; one plate-girder bridge 
and the car-sheds with iron truss roof for the new depot in 





| Chicago for the Chicago & Northwestern; two wrought-iron 
| bridges, an iron viaduct across Van Buren street in Chicago 
|}and an iron turn-table for the Pittsburgh, Ft. Wayne & 
| Chicago ; a wrought-iron, counterbalance draw-bridge at 
| Menasha, Wis., for the Wisconsin Central ; six spans of 
| Howe truss for the Wisconsin & Minnesota, and the roof 

trusses for the Des Moines County Court-House at Burling- 

ton, la. 

Prices of Rails. 

Steel rails continue active and prices firm. Philadelphia 

market reports note sales of some small lots at $62.50 to $65 
| per ton for immediate delivery, but orders for next spring 
| are placed at about $60 per ton at mill. The makers have 
| plenty of orders on band and are not pressing for business. 
| New York quotations are nominal at $56 to $58, 

[ron rails are firmer. Philadelphia quotations are some- 
what irregular. A sale of 5,000 tons is reported at $46 per 
| ton at mill, and $46.50 to $47 for heavy sections is generally 
| asked. New York quotations are $46 to $48 perton. A 
| heavy sale is reported from Chattanooga at $46, net. 
| Old rails are still unsettled, with little business, buyers of- 
| 
| 
| 


fering $25, while sellers still hold out for $26 to $27 per ton. 


For railroad spikes the Pittsburgh market reports give 2° 
| cents per pound, 3O days ; ‘ 
{ ; fish-plates, 24% to 


24¢ cents per pound, 


| Test of Iron Roof Trusses, 
1 


| AttheE lige Moor Lron Works, near Wilmington, yesterday 
an extraordinary test of fabricated iron was made, which 
will attract the attention of engineers, architects and con 
tractors throughout the country generally, on account of its 
value as ascientific experiment and of it being now an un- 
common occurrence, a similar trial not having taken place 
in this country probably for years. The test was applied to 
a Fink truss, a portion of the iron market-house for the city 
of Georgetown, Demerara. When Mr. Nathaniel McKay, 
of Philadelphia, was negotiating with the authorities of that 
British colony, seyeral jealous English and Scotch bidders 
who were on the ground annoyed him by throwing all sorts 
of obstructions in his path, going so far even as to pilfer the 
ideas from his play. Among other nonsense which they 
circulated was the libel that the mechanics of the United 
States could not coustruct « building of sufficient strength to 
stand the wear and tear of the tropical climate of Demerara 
and the occasional wind-storms which visit that latitude. 
In order to refute this slander, the American bidder ex- 
wressly stipulated that if the contract were awarded to him 
1¢ would furnish a test under the supervision of competent 
engineers, to prove that the roof-trusses were in accordance 
with the specifications by an actual load of 25 lbs. per square 
foot. Tests of this character are considered wholiy un- 
necessary and superfluous in this country, and are not made, 
since by calculation the requisite sections of every member 
of the roof-truss can be so readily determined, This proviso 
was placed in the contract, however, and Mr. Charles H. 
Latrobe, the consulting engineer for the city of Baltimore, 
and an engineer of some note, was engaged to apply the test. 
There were also present yesterday Mr. W. M. Levering, of 
Wilson Bros. & Co., who drew the plan of the building; Mr. 
Volmar, of Baltimore, contractor for the corrugated and 
galvanized iron which will enter into its construction; Mr. 
George Sellers, superintendent of the Edge Moor iron works, 
and Mr. McKay. When everything was in readiness the test 
was applied in the following manner: Two trusses,each having 
a total span of 55 ft. 1 in. between centres of end-pins, were 
erected side by side in the yard of the works—in the position 
which they will occupy in the building—and then loaded with 
the great burden of 133,000 Ibs. of iron, properly distributed 
at the several] points of support, which represented the test- 
load of 25 Ibs. per square foot, and for which the contract 
stipulated. This was a strain of 9,500 lbs. upon each of the 
eight panels into which the truss was divided. ‘These 
trusses were onthe Fink system, with a height of 12 ft. 
10 in., the total weight of each truss being 4,650 Ibs. Under 
this load the strain was so heavy as to cause two of the ends 
to sink several inches into the ground and to disturb the 
a. 


been led to understand that a test of only 60,000 Ibs. was to 
be had. Notwithstanding this unexpected disadvantage for 
the truss, the deflection in the centre was shown to be but 
half an inch, while not the slightest weakness was found in 
any of its parts, The test was eminently satisfactory both to 
the engineer applying it, to the architect, the fabricators 
and the contractor, ‘This morning a photographic view of 
the truss, carrying its tremendou: load, will be taken, which, 
together with the certificate of the engineer, will certainly 
convince the Mayor and the Town Council of Demerara that 
the test was honestly performed. The market-bouse is being 
loaded on a brig now lying at the Edge Moor Works, and 
which will transport it to Demerara.—Philadelphia North 
American, July 2%). 





A Runaway Engine. 


The Savannah (Ga.) News of July 24 tells the following 
story of a runaway train, which gathered a crowd in that 
city : 

“Stretched across Liberty street from the track in the 
yard were four freight cars, the loccmotive being inside the 
yard, but 
train. The 
them, and 


trucks of the cars were knocked from under 
they were canted up beautifully, while the 
first car, which had executed the novel feat, so 
to speak, of ploughing through the heavy sand, 
pretty badly smashed. This car struck a large tree, 
one of the row that extends down the middle of Liberty 
street, uprooting it, and this obstruction, it appears, turned 
the car from its course, which otherwise would have been 
directly through the store occupied by Meyer Mendel, on the 
corner, As it was, the car struck the door and east front of 
the building, ripping off the weather-boarding as neatly as 
though the work had been done with an adze, but otherwise 
not injuring it. 

“The brick wall which encloses the Liberty street side of 
the depot yard, and upon which is built the wooden fence, 
was smashed down, and the fencing for several panels swept 
away by the passage of the train. 

‘*So much for the results. Now tor the origin of this ex 
traordinary occurrence, which created such general excite- 
ment; the wonder being that great loss of life and damage 
to property had not marked it. * * * 

“It appears that the regular schedule freight train on the 
Savannah, Florida & Western Railway, which left the de- 
pot at 1:35 p.m. for the Centra) Railroad wharves, was 
running around the curve on the Junction Branch, about a 
half mile from the main line of the Savannah, Florida & 
Western Railway, and nearly three miles from the city, 
where engineer McGee discovered ahead the smoke of an ap- 
proaching train, which proved to be a delaved Charleston & 
Savannah Railway train. He immediately reversed his 
engine to avoid a collision, but quickly perceiving that his 
efforts were of no avail, and that he was going to be run 
into, he and the fireman jumped from the engine in order to 
save their lives. 

‘The engine being open at the time, the train rattled down 
the track and into the yard, and, as stated, was only stopped 
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by the cars breaking through the brick wall on Liberty 
street. The four cars of the train ran entirely across the 
street. 

| “The Charleston & Savannah train sustained damage to, 
the pilot and front of the engine and to bumpers or the car, 
|caused by striking the other engine, which was slightly 
damaged, Had it not been for engineer McGee reversin 
| his engine before he left her the result of the collision woul 

| have been very serious. As, however, the freight train was 
|running away from the Charleston train, the concussion 
when the latter struck it was not great. 


OLD AND NEW ROADS. 


| Atlantic, Mississippi & Ohio.—The Commercial and 
| Financial Chronicle says: ‘The amended reorganization 
| scheme, which has been adopted by both the English and 
Dutch committees, differs somewhat from the former plan 
and the following are its main points: 

‘** At the sale under the proceedings for foreclosure of the 
mortgage to secure the 7 per cent. consolidated bonds, the 
Purchasing Committee will be as follows: Sir Henry What- 
|ley Tyler, M. P., John Collinson, Hendrik Jan de Marez 
Uyens, Charles Smith Seyton, Captain Douglas Galton, R. E. 
| “The position of the divisional secarities will remain un- 
changed, subject, however, to the provisions hereinafter 
made for acquiring or extending the same. The divisional 
securities outstanding are approximately as follows: 


Norfolk & Petersburg Railroad ... ent $967,000 

| South Side Railroad ad eis bnew ae wes ae's heey Chae ane 1,738,500 

| Virginia & Tennessee Railroad. etre Ce rey ee 2,395,590 
Miscellaneous—Interest fun ling notes issued Jan. 1, 

1874, 8 per cent i ... 134,584 

WR Acvabveceses $5,235,674 


* Reorganization first-mortgage 6 per cent. bonds: 6,000 





of these bonds of $1,000 each, having 50 years to run, will 
be created by the new company, and be employed from time 
to time in acquiring the divisional securities, All the divis- 
ional securities so acquired will be held by the trustees of 
the reorganization first mortgage, in trust, uncanceled, and 
without their lien being impaired, for the security of the 
bondholders under such mortgage, and will be canceled 
when all the divisional securities shall have been so acquired, 
but not before. If it shall appear to the new company de- 
sirable to extend the time for the payment of any divisional 
securities due or to become due, and to issue new coupon 
sheets therefor, the new company will have power to do so 
without prejudice to the lien of the securities extended. 
‘** Reorganization second-mortgage 5 per cent. bonds: The 
principal of the existing 5,470 issue consolidated 7 per cent. 
gold bonds will be represented by an equal number of reor- 
ganization second-mortgage 5 per cent. bonds of $1,000 
each, having 50 vears to run. these bonds, however, will 
only bear interest at the rate of 4 per cent. per annum until 
the Ist of April, 1884, and 5 per cent. per annum thereaf- 
ter, and they will be issued ‘cakauisaten to the trust com- 
pany in trust. 
‘Reorganization 4 per cent. income mortgage bonds: 
these bonds will be issued and delivered in trust to the trust 
company for the aggregate of the following amounts: 
‘* |, The overdue and unpaid interest on all the issued con- 
soliduted 7 per cent. bonds to the date from which the re- 
organization second-mortgage bonds commence to run, with 
6 per cent. per annum simple interest to the same date on all 
such overdue interest, and 
“2. The difference between the interest secured by all the 
issued consolidated 7 per cent. gold bonds and the interest 
secured by the reorganization second-mortgage bonds, cap- 
italized in full from the date when the latter bonds com- 
mence to run to Oct. 1, 1901, inclusive. 
** Interest will not be cumulative, but payable each year if 
earned. 
teorganization stock will be issued and delivered in trust 
to the trust company for $547,000, in 5,470 shares of $100 
each. For each $1,000 consolidated 7 per cent. gold bond, 
with all coupons belonging thereto, unmatured at the date 
from which the reorganization second-mortgage bonds com- 
mence to run, there will be delivered $1,000 reorganization 
second-mortgage bond and $100 reorganization stock. 
‘* Additional reorganization income bonds and stock, as 
well as additional bonds of an inferior rank to the said in- 
come bonds, may, if the English and Amsterdam committees 
shall both deem it expedient so to do, be issued, and may be 
used for providing the purchase money of the property, or 
any other sums which they may consider necessary to pro- 
vide for the purpose of carrying out the scheme. 
“The Purchasing Committee may charge the costs and ex- 
penses incurred, or to be incurred, in and about this scheme, 
land not paid in the course of the foreclosure proceedings 
|upon the reorganization second-mortgage bonds, income 
bonds and stock to be delivered as above. They may also 
charge, or concur in charging, all or any part of the costs 
| and expenses of the foreclosure proceedings and of all other 
| matters connected with the reorganization upon the first net 
earnings of the new company after providing for current in- 
terest upon the divisional securities and first-mortgage bonds 
| issued and outstanding.” 


Baltimore & Chicago —At a meeting of the stock- 
holders of the Ohio Division in Wooster, O., July 28, resolu- 
tions were adopted prohibiting the directors about to be 
elected from entering into any contract binding the stock- 
| holders of the company, or incurring any expense not pro- 
| vided for until the entire subscription shall have been 
obtained and running arrangements secured; also requiring 
them to submit to the stockholders any proposition, lease or 
running arrangements that may be proposed for the ap- 
proval of the company. 


Baltimore & Drum Point,—This company announces 
its intention of resuming work on the road, and has pre- 
sented a formal claim for the subscription of $200,000 voted 
by Anne Arundel County, Md., several years ago. Steps 
are also to be taken to collect the Calvert County subscrip- 

tion of $100,000, the state donation of $134,000, and the un- 
| paid private subscriptions, which amount to $78,000, 


Bangor & Bath.—This company has been organized to 
build a railroad from Bangor, Pa., southwest by Flicksville 
and Nazareth to Bath, on the Lehigh & Lackawanna Branch 
of the New Jersey Central, a distance of about 15 miles. The 
road would serve several large slate quarries. 


Bangor & Piscataquis.—The City Council of Bangor, 
Me., has voted to accept the offer of Mr. J. H. Pope for this 
road. He is to pay $500,000 and agrees to extend the road 
| 12 miles from the present terminus at Blanchard to Moose- 
| head Lake, within three years. 

The road is now 63 miles long, from Oldtown, 12!¢ miles 
above Bangor, on the European & North American road, to 
Blanchard. It is chiefly owned by the city of Bangor. 


Bedford, Springville, Owensboro & Bloomfield.— 
It is said that arrangements are being made to extend this 
road from Bedford, Ind., eastward to Seymour, about 35 
miles. 


Bell’s Gap.—Work is in progress on the extension of this 
road from its present terminus at Lloydsville, Pa., to Coal- 
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port on Clearfield Creek. The distance is 17 miles, through 
a country abounding in coal and timber. * 


Boston & New York Air Line.—Under a clause in 
this company’s first mortgage it retained the right to redeem 
the bonds on six months’ notice. The company now gives 
formal notice that it will redeem said bonds at 105 and 
accrued interest on presentation at the Treasurer’s office, No. 
12 Wall street, New York, on or before Feb. 1, 1881. The 
amount of the bonds is $500,000, and they bear 7 per cent 
interest. 


Buffalo & South western-—It is announced that an agree- 
ment for the lease of this road to the New York, Lake Erie 
& Western Company has been ratified by the boards of di- 
rectors of both companies. It will, of course, have to be 
submitted to the stockholders. The terms of the agreement 
provide that the rental shall be 35 per cent. of the gross 
earnings of the leased road, the lessee to pay in all cases the 
interest on the bonds of the leased road, whether the stipu- 
lated proportion of earnings equals the amount of the inter- 
est or not. In case the rental should exceed the amount of 
interest to be paid, the surplus shall be paid over to the les- 
sor company for division among its stockholders. 

The Buffalo & Southwestern Company isa reorganization 
through foreclosure of the Buffalo & Jamestown. The road 
extends from Buffalo tothe New York, Pennsylvania & 
Obio road at Jamestown, N. Y., a distance of 67!¢ miles. 
The capital stock 1s $943,800, and the funded debt author- 
ized, $1,500,000. The gross earnings for the year ending 
with September last were $340,829, and 35 per cent. of this 
amount would be $119,290, or $14,290 more than 7 per cent. 
interest on the bonds. The net earnings for last year 
were only $10,100. 


Burlington & Missouri River in Nebraska.—The 
eastern extension of the Republican Valley Division leaves 
the main line of that division at Amboy, Neb. three miles 
east by north from Red Cloud, and not at Red Cloud, al- 
though the latter is the division station to and from which 
trains run. It is now in operation to Hardy, 28 miles east- 
ward from Amboy, and three miles beyond the point last 
noted. 

Central, of New Jersey.—A second track was laid on 
the Long Branch Division from Long Branch to Shark 
River, 11 miles, on Sunday, Aug. 1. All preparations had 
been made previously, but the actual work of laying the 
track was all done on that day. 


Chicago & Eastern Ilinois.—This company is about 
to make extensive ddditions to its shops in Danville, Ill. 
The brick for a twenty-stall roundhouse has been contracted 
for, and the building will be completed in time to shelter the 
engines from the winter storms. Early next spring a brick 
building, 200 by 80 ft., will be erected for the iron work. 
The present machine shops will then be used for the repair- 
ing of cars, the present car shops to be turned into paint 
shops. 

Chicago & Northwestern.—A_ telegram says that 
work has been begun on the new line from Milwaukee, Wis., 
to Madison, and the intention is to have cars running before 
the end of the year. 

A dispatch from Brookings, Dak., July 31, says: “‘The 
Chicago & Northwestern Railroad Company has decided to 
connect its Black Hills lines of road with Watertown on the 
main line, by a road from Volga up the Sioux River, Work 
will be begun at once, and the grade completed and iron laid 
this way. The distance is 60 miles. The Watertown line will 
be extended to the James River to a connection with the James 
River Branch, but this will probably not be done this fall. 
With the completion of the extension from Tracy to Fort 
Pierre the Chicago & Northwestern will have a continuous 
air line from Chicago to the upper Missouri River of 783 
miles in length. To reach the Black Hills the company will 
have to construct only 160 miles more road from Fort 
Pierre.” 

Chicago, Milwaukee & St. Paul.—The Wisconsin 
Valley and the Chicago, Clinton, Dubuque & Minnesota do 
not yet appear on list of roads worked by this company, in- 
dicating that the transfer is not yet completed. The last- 
named line is to be extended into Clinton, Ia., by building 
about eight miles of new road where the Iowa Midland track 
is now used. Possession will probably pass about Sept. 1. 

Work has been begun on the extension of the lately pur- 
chased Mineral Point road from Mineral Point, Wis., north 
to Dodgeville, about seven miles. 

The St. Paul Pioneer-Press speaks as follows of the new 
lines and extensions this company now has in progress in 
Minnesota and Dakota : 

“The greatest exploits are being done in Dakota, where 
they have 1,200 men at work and where, by the close of the 
season, they will have built over 300 miles of new road in 
this territory. The Hastings & Dakota road is being ex- 
tended from the Dakota boundary line at Big Stone 
City due west for 100 miles to the James River, striking 
it about 100 miles south of the Northern Pacific Railroad. 


By the first of August, 30 miles of this track 
will be down; the valance by November. Beyond 
the James River toward the Black Hills tere have 


been no surveys made, although exploring parties have pen- 
etrated some distance west, and, until the country is care- 
fully examined by competent engineers, it is uncertain in 
which direction the road will go west. Twelvé miles west 
of Big Stone City, a branch line called the Whetstone Branch 
is being built ina northwesterly direction up the Whetstone 
River. It will extend for 30 miles this season and stop at a 
point 10 miles due west of Brown’s Valley, which latter 
Jlace lies between Big Lake and Like Traverse. This line 
is evidently heading for the Northern Pacific Railroad at 
the crossing of the James River. Another line is being 
built on its western side, directly toward Jamestown, on the 
Northern Pacific. Forty miles of this north and south ex- 
tension will be completed by November next. The grading 
oa the Flandreau line from Flandreau to Sioux Falls, 
49 miles in length, is finished with the re 
of a slight amount of work in some heavy cuts, and will 
probably be ironed this year, though this will not be fully 
decided upon until some time later in the season. The line 
west of Flandreau, known as the Southern Minnesota 
Division, 1s being pushed toward the Black Hills, and will 
reach the Vermillion River, 45 miles west of Flandreau, 
early in the fall. Three-fourths of the grading is done 
already, and tracklaying will follow as soon as the road-bed 
is ready. ‘Tbe Black Hills Extension of their lowa & Dakota 
line, which was built to Mitchell last fall, is likewise being 
pushed, and cars wili be running as far as the Missouri this 
fall. Mitchell is at or near the James River in Southern 
Dakota, and a large force of men are scattered along the 
route between there and the Missouri. The road reaches the 
Missouri by way of American Creek and goes out on the 
west side by American Crow Creek. Beyond this the sur- 
veyors have penetrated some 70 miles toward the Black 
Hills, to a point near the 100th meridian, where they 
were stopped by the Sioux Indians. Negotiations with the 
savages for right of way through their territory are now 
pending. The company has just completed a short line in 
the southeastern part of the territory to connect the line which 
runs from Sioux City to Sioux Falls with their line to Yank- 
ton. It is called the Elk Point Cut-off, and is six miles in 





length. In lowa, they are building 10 miles of road from 
Rock Valley to Eden in Minnesota. The company is build- 
ing what is known as the Hastings & Dakota Cut-off, which 
runs from Minneapolis to Benton, a distance of 30 miles. 
Three hundred men and 150 teams are now at work. The 
line will come into Minneapolis by way of the St. Paul, 
Minneapolis & Manitoba, or the Minneapolis & St. Louis 
road from Cedar Lake. Grading will be finished by Oct. 1, 
and iron laid within 80 days after. In addition to this, the 
company is constructing a double-track short line between 
Minneapolis and St. Paul, spanning the Mississippi River at 
Meeker’s Island with one of the most magnificent double- 
track railroad bridges in the country, 143 ft. above the 
water. This line will be completed by Sept. 1 or before.” 

The gauge of the branch vine from Lone Rock, Wis., to 
Richland Centre (formerly the Pine River Valley & Stevens 
Point road) was changed from 38 ft. to 4 ft. 84, in. on Aug. 
1. It is 16 miles long. 4 


Chicago, Rockford & Northern.—In Chicago, July 
26, the United States Circuit Court made an order directing 
the Receiver of the Chicago & Iowa road to operate this 
road. The order is provisional only, and does not decide the 
questions in litigation, or specify whether the Receiver is to 
work the road under the lease of 1875, or under the agree- 
ment said to have been made in September, 1877, between 
the two companies and the Chicago, Burlington & Quincy 
These questions are left for further consideration. : 


Chicago, Rock Island & Pacitic.—The branch from 
Guthrie Junction, Ia., north by East to Guthrie Centre, 
about 14 miles, has been completed and opened for business. 

A despatch from Des Moines, Ia., July 80, says: ‘In the 
case of Sillbridge against this company, a complaint was 
made to the Railroad Commissioners that the Rock Island 
Company refused to receive refrigerator cars of the Mer- 
chants’ Dispatch Company from the Toledo, Peoria & War- 
saw Railroad and haul them to Ottumwa and return them 
to the Toledo, Peoria & Warsaw, on the ground that the 
latter was not_a connecting road, within the meaning of 
the statute. The Commissioners decide that the statutes in- 
clude the mutual receipt and delivery of cars, no matter 
who owns or manages the intersecting line, and includes the 
cars of all transportation companies or persons,” 


Chicago, St. Paul, Minneapolis & Omaha.—The 
Northern Division (formerly the North Wisconsin road) is 
now completed and opened for business to Chandler, Wis,, 10 
miles beyond the last year’s terminus, and 80 miles from the 
junction with the Eastern Division near Hudson. 

The spur from Menomonee Station on the Eastern Division 
(the Chicago, St. Paul & Minneapolis road) to the town of 
Menomonee, Wis., has been completed. — It is two miles long, 
and reaches the large lumber mills adjoining the town. 

The line from Covington, Neb., to Ponca, formerly the 
Covington, Columbus & Black Hills, has been changed from 
8 ft. 6 in. to standard gauge, and was reopened Aug. 1. 
This line forms part of the Omaha connection, its terminus 
being on the Missouri opposite Sioux City. The Omaha line 
leaves it at Colburn Junction, 10 miles from Sioux City, and 
will run westward 17 miles to Kenesaw Junction, then turn 
southward and run about 50 miles to Oakland, where it will 
connect with the line already completed to Omaha, 63 miles, 
formerly the Omaha & Northern i nl This will make 
the line from Sioux City to Omaha about 140 miles long. 
From Kenesaw Junction to Norfolk, 43° miles, a branch is 
under construction, which will, as noted last week, be used 
in common with the Union Pacific. Work on the new lines 
in Nebraska is being vigorously pushed, 

The United States Circuit Court has dissolved the i june 
tion against making a connection between the tracks of this 
company and the Burlington & Missouri River in Nebraska 
across the Union Pacific tracks in Omaha, The Court holds 
that the two companies have a right to cross the Union Pa- 
cific. 

Denver & Rio Grande.—This branch road from Colo- 
rado Springs, Col., to Manitou is completed and has been 
opened for business. It is six miles long and connects Mani- 
tou, which is quite a noted summer resort, with the main 
line. 


Detroit, Mackinac & Marquette,—The work of lay- 
ing track on the first section of 20 miles out of Marquette, 
Mich., was completed last week, and this section will soon 
be inspected by the state officers. On the second section of 
20 miles, much of the grading is done, but there are several 
heavy cuts and fills which will take some time yet to finish. 


Elkton & Middletown.—Books of subscription to the 
stock of this company have been opened. The estimated 
cost of the road is about $180,000, and Baltimore parties 
have promised $100,000 of this amount. The line is from 
Elkton, Md., on the main line of the Philadelphia, Wilming- 
ton & Baltimore, southeast to Middletown, Del., on the 
Delaware Division, a distance of 14 miles. It will be a short 
cut for business going to Baltimore from the Delaware Di 
vision. 


Forest Park & Central.—This company purposes 
building a suburban road from Forsyth, a few miles from 
St. Louis, on the Wabash, St. Louis & Pacific road, by way 
of Clayton to Creve Coeur Lake, a distance of 16 miles, 
Part of the line was graded several years ago for the St. 
Louis County Railroad. Trains will run to the Union Depot 
in St. Louis over the Wabash, St. Louis & Pacitic track, 


Grand Rapids, Greenville & Bay City.—This con 
yany has been organized to build a railroad from Rockford, 
Mich., 10 miles north of Grand Rapids on the Grand Rapids 
& Indiana road, east by north through Greenville and 
Midland to Bay City, about 90 miles, The line from Rock- 
ford to Greenville, 15 miles, was graded several years ago. 
The company is apparently organized in the interest of the 
Grand Rapids & Indiana, 


Grand Trunk.—This company offers in London a new 
issue of £1,000,000 perpetual 5 per cent. debenture stock at 
105. Payment is to be made £10 per share on application ; 
£30 on allotment or by Sept. 1; £50 on March 31, 1881, and 
£150n July 1, 1881. Int rest will be ailowed on the in- 
stallments from date of y ayrey Serip will be issued on 
allotment, to be exchanged for the stock at time of final pay- 
ment. This issue will not increase the capital of the com 
pany, as its proceeds are to be used to pay off the following 
preference securities : 

International Bridge bonds, now being paid.... 

Montreal & Champlain bonds, now being paid.......... 

Montreal Seminary debentures, now being paid... . 

Sundry land mortgages, now being pP Kita abe nen 

Atlantic & St. Lawrence Portland City bonds, now 
being paid...... 

British Americar 
1881 


£43,200 
102,800 
20,548 


teats eae See heecon : 161,700 
Land Co. annuities, due Jan. 1, 
Passer a ecowoes ‘ ARIE SET 20,548 
At. & St. Lawrence second-mortgage bonds, due April 
1, 188] nese F 
First equipment mortgage bonds, due April 15, 1881. . 
At. & St. Lawrence third-mortgage bonds, du> May 1, 
Se eashawera hate RE 
Montreal & Champlain bonds, due “ge 4 SS eae 
International Bridge bonds, balance, due July 1, 1881.. 


809000 
16,100 


147,300 
164,400 
23,680 


MOUR vidcs ccccvsnces sesssen voevyeae@aeen os . £1,048 000 
The yearly interest charge on these bonds is £63,908, so 


37,824 
| 





that by the new issue the company will save £13,908 a year 
in interest, besides putting the debt ina better shape, 


Grinnell & Montezuma.—Local papers state that ar- 
rangements have been completed for the extention of this 
road from Montezuma, la., south about 15 miles to the coal 
mines at What Cheer; also from Grinnell northwest to State 
Center, about 40 miles, 


Hudson Tunnel Railroad.—Work has been contin- 
ued through the week pumping out the tunnel and shaft 
but very slow prcarees has been made and the coffer-dam 
seems to have been of little use. On Aug. 4, however, it 
was thought that the leak through which most of the water 
enters the shaft had been discovered, and the pumps began 
to make some headway. It is impossible to say how soon 
the workmen will be able to enter the tunnel again, 


IHinois Central.—In compliance with an*® ordinance 
passed by the Chicago City Council, this company is about 
to build a viaduct extending Lake street across its tracks 
It will begin at Michigan avenue, and will have a roadway 
20 feet wide and two sidewalks, each 5 feet. The approach 
at Michigan avenue will be of cut stone, surmounted by 
ornamental parapets and lamp-posts. The viaduct proper 
will be of iron, very ornamental, and will be 1,875 feet long ; 
at the east end, the approach will be 50 feet long, The 
total cost of the viaduct will be $100,000, It will be the 
finest and most ornamental in the city. It is constructed in 
order to give easy access to the lumber yards east of the 
tracks, which are not easily reached at present. 


Jacksonville & Southeastern. 
well on the extension of this road, 
to Litchfield, about 25 miles. 
have it completed by October. 


.— Work is progressing 
, from Virden, TL, south 
The company expects to 


Joliet & Valparaiso.—The books for stock subscrip- 
tions were opened in Joliet, Ill, July 27. Most of the right 
of way has been secured, and proposals have been received 
from contractors for the building of the whole road, 


Lake Champlain & St. Lawrence.—This road has 
been changed from 3 ft. 6 in, to standard guage, and will be 
worked in connection with the Central Vermont. It ex 
tends from Stanbridge, P. Q., northward to St. Guillaume, 
63 miles, and is extended to run to the St. Lawrence River, 
soine 40 miles further. 


_ Louisville, Harrod’s Creek & Westport.—This road 
is now worked by the Louisville, Cincinnati & Lexington 
Company as a branch. It is of 3 feet gauge, and extends 
from Louisville, Ky., to Prospect, 11 miles. 


Manchester & FBitchburg.—Committees from Man 
chester, N. H., and Fitchburg, Mass., have recently been in 
consultation as to the possibility of building a railroad to 
connect the two cities, The distance is about 35 miles, and 
the connection is much desired by the Manchester manufac- 
turers, Whose railroad lines are all under the control of the 
Concord Company. The project has been under discussion 
several times before, 


Manhattan Blevated.—Two of the trust company presi- 
dents, Messrs. Henry Parrish and Edward King, have de 
clined to serve as abitrators in the proposed consolidation 
agreement between this company, the Metropolitan and the 
New York Elevated. Messrs. RK. G. Rolston, John A. Stew 
artand Henry I. Spaulding have, however, agreed to act, 
and the agreement will be submitted to them. Each com 
pany names two of its directors to submit its claims. The 
point which the arbitrators are to decide is the value at 
which each company’s stock is to go into the consolidation, 


Marietta & North Georgia.—Work has been re- 
sumed on this road, and a force of convicts is now grading 
an extension from the present terminus at Canton, 23 miles 
from Marietta, Ga., northward to Jasper, in Pickens County, 
a distance of 20 miles. It is intended to keep at work until 
the road is finished to Murphy, N. C., over 100 miles from 
Marictta. 


Medford & Camden.—Work is being pushed on this 
road by the contractor, James J. Ryan, of Philadelphia. 
The line is 11!) miles long, from Medford, N. J., westward 
to Haddonfield on the Camden & Atlantic road. About 
half the grading is done and tracklaying will soon be begun, 
The road will be worked by the Camden & Atlantic Cow 
pany. 

Memphis & Charleston.—Surveys continue to be made 
for the proposed extension of this road from Stevenson, Ala., 
to Chattanooga. Whether the road is built or not probably 
depends upon whether a contract can be made for the use 
of the Nashville, Chattanooga & St. Louis track between 
those points, which will be more acceptable than the exist- 
ing one, A conference on this point was held in Chatta 
nooga last week, but the result was not made public. 





Midland, of New Jersey.—This company is negotiating 
with the Middletown, Unionville & Water Gap Campany 
i anew lease of its road and a reduction of the rental, 
The rent now paid is 7 per cent, on $128,850 stock and 
$400,000 bonds, and &500 for general expenses, about 
$37,200 in oll. It is understood that the Midland offers 
$20,000 a year. The 12 miles of the leased road, from 
Unionville to Middletown, furnish the largest part of the 
milk, which is the most profitable business of the road. The 
Erie would probably be willing to lease the road, should the 
Midland give it up. 


Minneapolis & St. Louis, 
survey made from Ft. Dodge, la., to Des Moines, 
is on the east side of the Des Moines River, and 
miles cast of the Des Moines & Ft. Dodge road. 


Missouri, lowa & Nebraska.—The track is now all 
laid on the Centreville, Moravia & Albia Branch, which ex 
tends from Centreville, fa,, on this road northward 25 miles 
lto Albia, where it crosses the Chicago, Burlington & Quincy 
and connects with the Central lowa. Regular trains will 
soon be put on, and will be run through between Keokuk 
and Albia, the line from Centreville to Corydon being worked 
as a branch for the present. 

Work has been begun on the extension from Corydon, la., 
westward, and will be pushed forward as fast as possible 


This company is having a 
The line 
15 to 20 








| Missouri, Kansas & Texas.—The track of the Denison 
| Division is now laid to Leonard, Tex., 10 miles beyond the 
| Jate terminus at Whitewright. The road is graded for 10 
| miles further. 


Missouri Pacific.—Notice is given that FE, BD. Morgan, 
Surviving Trustee, will receive proposals fe his ollice, No, 54 
| Exchange place, New York, for the sale to him of second 
mortgage bonds or of first-mortgage bonds to the amount of 
$50,000, in pursuance of the terms of the second mortgage. 
Bids must not exceed par. 


Mobile & Ohio.—At a meeting of the board held Au 

1 it was resolved to appropriate £380,500 of the earning 
the fiscal year ending June 30 last to pay interest on the 1 
| come and sinking fund debentures. It was resolved to ma 
| payments as follows: On the first-preferred in ! 


sinking fuind debentures 4), per cent. Se] 








A424 


: ‘i: 
BI, per cent. Feb, 1, 1881; on the second-preferred income | 
and sinking fund debentures, 1 per cent. Dec, 1, 1880. 


Montreal & Champlain Junction,—Tracklaying on 
this road was begun at Brosseaux, P, Q., Aug, 4, and will 
be pushed to St. Martin and St. Isadore as fast as possible, 
The engineers are at work between St. Martin and Dundee, 
and contracts for grading that section will soon be given 
out. 


Montreal Tunnel & South Shore Railroad.—The 
Montreal Witness of recent date says: ‘‘ The public interest 
in the tunnel under the St. Lawrence River is increasing 
much, now that it is pretty paenly believed that the re- 
sult of the survey being satisfactory, as it is expected it will 
be, the work will be undertaken in earnest. A number of 
the promoters of the company, engineers, etc., visited the 
Hochelaga side at an early hour this forenoon. Here the 
chief difficulty is said to lie in the sandy nature of the soil on 
the bank and for some distance out in the river bottom, The 
actual survey with the object of arriving at definite plans, 
estimates, ete., will begin on Monday under the direction of 
Mr. Shanly. The probable place of entrance on the 
Hochelaga side will be opposite Morrow street, and 
the exit will be at some point between Isle Ronde 
and Rongueuil wharf. A tunnel coming out at the 
points named will, it is thought, pass through the 
greatest quantity of rock, or rather, stone and har¢ clay, 
which are the most practicable to work, other species of 
earth causing constant accidents by caving in and entailing 
a larger outlay to carry out. In conversation with Mayor 
Prefontaine, our reporter learned that the surveys would 
take about two weeks to complete. In the meantime, the 
company is being formed, and on the completion of the sur- 
vey the report will be made to the government, when pre- 
liminaries will be settled and the tunnel pushed forward 
with all possible dispateh.” 

In connection with the tunnel enterprise, the owners of 
the Southeastern Railway have secured a charter for a line 
from the St. Lawrence at the end of the tunnel along the 
south side of the St. Lawrence to Potsdam Junction, N. Y 
about 85 miles. At that point connection will be made with 
the Rome, Watertown Ogdensburg. There is a report 
that Mr. Vanderbilt is interested in the project. 


” 


Nashville & Florence.—Track is now laid on this road 
from Columbia, Tenn., on the Nashville & Decatur road, 
west by south to Mount Pleasant, 11 miles. At Mount 
Pleasant, the line turns nearly due south 21 miles to Law- 
renceburg, and grading is well advanced on that section. 
From Lawrenceburg it will run southwest to Florence, Ala., 
making a line in all about 72 miles long, through a very 
good country. 


New York & New England.—This company’s official | 
statement for June is as follows: 








1880. 1870. 
Passenger GCarnings...........000..0008 $75,914.02 $58,404.55 
WRGIOWE, 0..0'..dti are xdeetaCoeeeree, toe 103,490.80 01,749.27 
PEICOMAROOIR o 0 cs: igor oe8 Feb 6000008 40,486.04 18,872 62 
Potal: ...sinéisbasalonoumele 2. $219,800.86 $169,116.24 
ERPONSOS.: .vcosdesdsccccss Gade Reneke 186,782.79 137,742.10 
Net COSI socnkcrcccdsrvesccens $83,108.07 $31,374.13 
Taxes, interest and rents. ..$19,070,28 
Construction, improvement 
and equipment........... 100,817.33 
—-— 119,887.61 
Excess of expenditures.......... $36,779.54 


The amount of ay aye charged to working expenses in 
June was $69,238.75, against $69,082.55 in June of last 
year. 


New York City & Northern.—A mortgage dated May 
1, 1880, was recorded last week from the New York City & 
Northern Raiiroad Company to the Central Trust Company, 
upon a line of railroad in New York, Westchester and Put- 
nam counties, upon stations, buildings, rolling stock, etc., to 
secure 500 bonds of $500 each and 3,750 bonds of $1,000 
each, ‘The bonds are payable in 1910, with interest at 6 
per cent. and aggregate $4,000,000, 


New York, Lake Erie & Western.—Plans have been 
completed for a new brick pussenger station at Hornellsville, 
N. Y., the junction of the Buffalo and Western divisions, 
and preparations have been made to begin work. The 
building will be 424 feet long by 82 wide, and for a distance 
ot 184 feet will be two stories high, the rest being one 
story. The contract for the masonry has been let to A. A. 
Berrick, and for the carpenter work to Jos. Churchyard & 
Son, both of Buffalo. 


New York, New Haven & Hartford.—The employés 
of this road are now being examined for color-blindness and 
other defects.of vision, the usual tests being applied. Thus 
far the number found deficient in sight is very small. 


New York, Ontario & Western.—An official state- 
ment gives the following amounts of stock issued and of as- 
sessments paid under the plan of reorganization up to July 
22, when the time for payment of assessments expired : 


Paid on account 20 per cent. assessment.... ........ $7,556,208,15 
_ ri 30 er 7? 1. weasenhpaas 1,816,350.00 
An‘ a further contingent sum of..................... 388,000.00 
TOW eo, vby aaa eae ean ta $9,760,558. 15 


The stock was fixed by the articles of incorporation of the 
new company at $2,000,000 preferred and $48,060,000 
common, and last winter authority was procured from the 
Legislature to issue $15,000,000 more, making $65,000,000 
inall. The amount actually issued is as follows : 

Stock issued upon old first-mortgage bonds............ $13,000,000 





20 per cent, assessment............. 35,000,000 

a es * additional 20 per cent. assessment.. °2.770,000 
" ‘s “30 per cent, assessment.... ... .... 6,054,450 
Tete... ccvausceteee ee ee ee $56,824,150 


To this may be added, as the statement says, ‘“ the further 
amount of $1,295,550, which may be issued upon the pay- 
ment of the further sum of $888 , Which sum was tendered 
and refused after the serviceof notice of an injunction re- 
straining the issue of anv more stock except upon the pay- 


ment of a 80 per cent, assessment, and of any stock 
in excess of $50,000,000, The excess of $8,824,150 
(common stock) will not be delivered to the 


parties paying the assessment until after the expiration 
of _ 80 days’ notice to the Stock Exchange as required by 
its rules. 

‘“We consider that our right to issue stock is exhau: ted, 
and that the amount stated herein is the absolute amount of 
the capital stock of the new company, that is, $56,824,450 
plus $1,295,550 if the $888,000 is paid in.” 

The preferred stock will he $5,814 per mile, and the com- 
mon stock $168,953 per mile, if all is paid in as above. 

_ The plans of the company are said to include the exten- 
sion of the Jersey City & Albany road, which it owns, from 
the present terminus at Ridgefield Park, N. J., to Weehaw- 
ken, opposite New York, passing through Bergen Hill, and 
the building of a connecting line about 40 miles long from 





the same road near Haverstraw, N. Y., to Middletown, thus 
completing the line owned by the company from Oswego to 
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New York. An extension of this Jersey City & Albany line 
up the west side of the Hudson to Albany is also under-tood 
to ve in contemplation. 


New York, Pennsylvania & Ohio.—The following 
official statement is published in London ; ‘ The gross actual 
earnings for the month of May amount to $346,644, against 
$317,143 for corresponding period last year. The net earn- 
ings, after deducting all charges, rents, etc., amount to 
$19,313, against a deficit of $105,137, making a net surplus 
of $401,501 for the five months (ending May 31), against a 
deficit of $166,180 for the same period last year.” 


Ohio & Mississippi.—The United States Circuit Court 
on July 28, made the following order in the suits against 
this company: 

** An application having been made for the appointment of 
a separate Receiver for the Springfield Division of the Ohio 
& Mississippi Railway Company, the Court overrules the ap- 
plication, and declines to appoint a separate receiver, being 
of the opinion that it 1s to the interest of all parties concern- 
ed that the main line and the Springfield Division should be 
operated by one receiver. But in view of the report which 
bas been made in the Court by Hon. James H. Howe, the 
special commissioner appointed to examine the line of road 
of the Springfield Division, the Court orders and directs that 
the Receiver, out of any funds in his bands which may remain 
after paying the necessary expenses for operating and the 
repairs of that road, of which he has charge, shall use 
enough of the same to place the Springfield Division absolute- 
ly and as speedily as possible in a safe condition for the 
transit and safety of passengers, and make such repairs as 
may be necessary to accomplish that object of the Receiver. 
And the Receiver, by bis counsel, having applied for an or- 
der to pay the July interest due on the first mortgage of the 
mtin line, he is hereby directed, subject to this order in rela- 
tion to the Springfield Division, as soon as the same can be 
done, to pay the coupons which fall due on the first mort- 
gage of the main line; and the Receiver is hereby directed 
to pay on Nov. 1 of the present year the interest which may 
hereafter fall due during this year upon the coupons of the 
bonds of the second mortage of the main iine, and on the 
bonds of the mortgage on the Springfield Division; and 
thereafter as fast as funds shali accumulate in his hands to 
enable him so to do he is directed to pay first the coupons 
and bonds of the Springfield Division which heretofore have 
fallen due, and then the coupons which have heretofore 
first fallen due, and are unpaid of the bonds of the second 
mortgage on the main line, and so on from time to time as 
funds may accumulate on his hands, and which may enable 
him to make payments on past due coupons after paying all 
current coupons when due, and which may hereafter mature, 
on any of the bonds of the main line and the Springfield 
Division, and which payment he is hereby directed to make 
on the same coupons as they mature.” 


Ohio Central.— Work is progressing well on the exten- 
sion of this road to Toledo, The grading, previously finished 
from near Columbus, O., to Bucyrus, is now completed from 
Bucyrus to Fostoria, 35 miles. The bridge and _ trestle 
crossing over the Pittsburgh, Ft. Wayne & Chicago at 
Bucyrus is finished and tracks laid across. A large force is 
at work between Fostoria and Toledo, 


Ohio Falls & Northwestern,—This company has 
filed amended articles of incorporation in Indiana: The 
line as laid down in these articles is to be of three feet gauge, 
and to run from a point on the Ohio River near Jefferson- 
ville, Inc., north through Clark, Floyd, Washington, Or- 
ange, Martin, Daviess, Green, Clay, Parke, Fountain, War- 
ren, Benton, Jasper, Newton, and Lake counties, to a point 
on Lake Michigan at the mtersection of the Indiana post ili- 
nois state lines. From there the road will run to Chicago, 
making a main line 320 miles in length, 


Oregon Railway & Navigation Co.—A suit has been 
begun in the New York Supreme Court by E, K. Smith and 
others, stockholders of the Oregon Steam Navigation Com- 
pany. to have the sale of that company’s property to 
he Oregon Railway & Navigation Company set aside; 
also, to compel an accounting, and the appointment of a 
receiver for the pri ony in dispute. The complaint charges 
that the company obtained a controlling interest in the stock 
of the Oregon Steam Navigation Company by improper 
means, and that the sale of that company’s property to the 
new corporation was fraudulent and shonld be declared void, 
Preliminary argument has been had on a motion to compel 
the defendant company to produce its books. 


Pennsylvania.—On the extension of the Pittsburgh, Vir- 
ginia & Charleston Division, track has been laid from the 
old terminus at Monongahela City, Pa., east by south to 
Maple Creek, six miles. Work is progressing steadily, both 
on the tracklaying and the grading. 

Surveys are being made for a branch to run from the 
Waynesburg Branch near New Holland, Pa., east by north 
to Morgantown in Berks County, where there are extensive 
deposits of iron ore. The distance is about seven miles 
through the upper Conestoga Valley. 


Pensacola & Selma.—The former contractors have 
abandoned the work on the extension of this road, new con- 
tracts have been let to J. C. Neely & Co., of Chattanooga, 
Tenn., for 30 miles of grading; to T. R. Sergrest, of York, 
Ala., for the extension to the Alabama River bridge opposite 
Selma, and H. A. Howard, of Montgomery, Ala., for the 
depot in Selma. 


Peoria, Pekin & Jacksonville.—In Peoria, I1., last 
week a hearing was had on the final adjustment of the affairs 
of this company and the priority of the various claims to the 
money received for the road at the foreclosure sale. Re- 
ceiver Allen, at his own request, was granted a final dis- 
charge, and Mr. George Skinner, Manager for the new com- 
pany, was made Receiver for the purpose of settling up the 
remaining business. 


Philadelphia, Wilmington & Baltimore.—lt is said 
that this company is negotiating for the lease or purchase 
of the Eastern shore road, which extends its Delaware Di- 
vision from Delmar to Crisfiela, Md., 88 miles; also for the 

urchase of the Worcester & Somerset road, which runs 
rom Newtown Junction, on the Eastern Shore road, to Po- 
comoke, 10 miles. Both roads have passed through fore- 
closure, and are now chiefly owned in Philadelphia. 

Should the transfer be made, it 1s said that the Worcester 
& Somerset road will be extended from Pocomoke down the 
peninsular to Cherrystone, Va., about 60 miles. This exten- 
sion has been talked about for along time. The Virginia 
counties of the Eastern Shore could doubtless be developed 
very much as the upper part of the peninsula has been, into 
a fruit-raising and garden region, but at present they are 
very thinly peopled. 

It is reported that a branch is to be built from the Dela- 
ware Division near Dover southeast to Rehoboth Beach, 
about 40 miles. If built, this branch would come into close 
competition with the Old Dominion Steamship Company’s 
line, the Junction & Breakwater road and its branches. 


Pittsburgh & Lake Erie.—Surveys are being made for 
a line from Pittsburgh along the. south side of the 
Monongahela and up the Youghiogheny toward Connells- 
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ville. It is said that they are for an extension of this road 
into the Connellsville coke region. 


Rutland.—At the annual meeting in Rutland, Vt., July 
29, the plan for funding the floating deLt, an abstract of 
which was published last week, was submitted and approved, 
and the directors were instructed to take such measures as 
in their judgment were necessary or expedient to carry out 
the same. Resolutions were aiso passed looking to the 
securing an increased rental for the road, and requesting 
the board to establish a transfer agency in Boston. 

After the meeting the stockholders present subscribed for 
$184,000 of the first-mortgage bonds and $313,500 of the 5 
per cent. bonds, both amounts being greater than are re- 
quired. 


St Louis, Iron Mountain & Southern.—The new 
bridge over Red River, near Fulton, Ark., has been com- 
jleted, and trains began to cross it August 3. It is 788 feet 
— having a draw-span 300 feet long, one fixed span of 
812 feet, and two of 88 feet each. 


St. Paul, Minneapolis & Manitoba.—The work of 
laying track on the extension westward from Breckenridge, 
Minn., was begun on July 27. Track was laid on the bridge 
over the Bois de Sioux River and a construction train 
crossed over into Dakota. 


Selma, Rome & Dayton.—Atlanta (Ga.) dispatches 
state that this road was to be transferred to the purchasers 
at the foreclosure sale on Aug. 2. It will be worked in con- 
nection with the East Tennessee, Virginia & Georgia road. 


Southern Pacific.—The track on this road has now 
reached a point 17 miles eastward from Benson and 311 
miles from Yuma. Benson still remains the terminal 
station. The grading parties have reached Dragoon Sum- 
mit, and are through most of the heavy work across the 
mountains. 


Texas & Pacific.—Track-laying is now in progress 
from the Brazos River west into Palo Pinto County. The 
terminus at the Brazos crossing has been named Brazos City, 
and a large stock-yard has been located there. A fine freight 
house and a convenient passenger depot have been built at 
Weatherford. Stock-yards have been built there also, but 
the principal stock depot is expected to be at Brazos City for 
the present. 


Texas Trunk.—Iron for 20 miles of track has been re- 
ceived and track-laying has been begun on the line from 
Dallas, Tex., southsast to Kaufman, about 35 miles, the 
grading of that section being nearly finished. Grading will 
soon be begun on the 40 miles from Kaufman southeast to 
Athens. Beyond Athens several lines have been run, but no 
location made, and the route adopted will probably depend 
somewhat upon the amount of subscriptions which can be 
secured. 


Troy & Greenfield.—The contract for the new passen- 
vey station at Greenfield, Mass., has been let to Richmond & 
Eo. of Shelburne Falls, whose bid was the lowest, and was 
within the $15,000 appropriated for the building. 

The Governor and Council have decided, on recommenda- 
tion of the Manager, to lay a telegraph cable through the 
tunnel. Also to buy 300 tons of steel rails to lay additional 
sidings. 


Union Pacific.--The following statement for the month 
of May is published: 





Earnings. Expenses. Net earn. 
Union Pacific Division......... $1,302,566 $641,822 $660,744 
Union Division branches...... 301,226 154,182 147,044 
Kansas Division eee ‘ 554,201 298,047 256,164 
Kansas branches 59,842 | 58,303 1,539 


Total..........cseeeeeee. $2,217,835 $1.152,344 $1,065,491 

This report is official, and includes all lines worked direct- 
ly by the company. 

The Union Trust Company, of New York, Trustee, give 
notice that, in accordance with this a sinking tund 
mortgage, 186 bonds have been drawn for redemption on 
Sept. 1, 1880, by the sinking fund. The numbers drawn 
are: 159, 204, 348, 475, 526, 777, 778, 796, 1125, 1368, 
1475, 1565, 1578, 1646, 1818, 2238, 2241, 2246, 2842) 2385; 
2416, 2424, 24438, 2436, 2530, 2796, 2979, 3356, 3106, 3173, 
8228, 3262, 3372, 3490, 3547, 3750, 3756, 3776, 3831, 3853, 
3858, 4062, 4238, 4266, 4368, 4621, 4742, 4767, 4782, 4949, 
5030, 5044, 5049, 5258, 5208, 5404, 5673, 5692, 5810, 5042, 
6021, 6280, 6382, 6562, 6594, 6595, 6596, 6620, 6625, 6667, 
6966, 6968, '7073, 7252, 7587, 7638, 8002, 8074, 8218, 8220, 
8229, 8271, 8863, 8464, 8520, 8709, 8719, 8992, 9059, 9191, 
9239, 9511, 9794, 9801, 9875, 9912, 9937, 9904, 10252’ 
10264, 10822, 10658, 10675, 10690, 10835, 10993, 11057, 
11267, 11269, 11301, 11429, 11604, 12158, 12195, 12220; 
12248, 12453, 13008, 13194, 13196, 13435, 13577, 18786, 
13848, 13870, 14092, 14120, 14172, 14194, 14381, 14515, 
14522, 14525, 14581, 14587 and 14617. 

Holders of above bonds are required to give notice in 
writing to the Trustee on or before Sept. 1, 1880, of their 
election to have said bonds redeemed, failing which such 
bonds shall cease to be entitled to the benefit of the sinking 
fund. 

It is reported that the company will soon begin work on a 
line from Cheyenne through the Big Horn Country to the 
Yellowstone Purk, and that 100 miles will probably be built 
this year. A branch of this line will run to Deadwood in the 
Black Hills. 


Wabash, St. Louis & Pacific.—The new line to Chi- 
cago hus not yet been fully opened for business, August 8 
was fixed as the day of opening, but it is not yet certain 
whether trains will run on that day or not. The stations on 
the new line between Chicago and Strawn will be as follows: 
Oak Lawn, 14 miles from Chicago; Worth, 17 miles; Con- 
lev, 19; Sedgwick, 28; Orland, 26; Maple Street, 30; Man- 
hattan, 40; Symerton, 47; Ritchie, 53; bk ssex, 60; Reddick, 
66; Campus, 72; Emington, 77; Saunamin, 83; Forrest, 
92, and Strawn, 98 miles, 

A telegram from Springfield, Ill., announces that articles 
of consolidation of the Wabash, St. Louis & Pacific and the 
Champaign, Havana & Western railroads were filed July 27 
in the office of the Secretary of State. Under these articles, 
the stock, franchise and property of the latter road are 
transferred to the Wabash in exchange for $1,600,000 first- 
mortgage bonds of the Wabash, secured on the property of 
the other road. Articles of consolidation between the Wabash 
and the Chicago & Paducah were also filed. This completes 
the formal action necessary to the complete absorption of 
both roads in the Wabash system. 


Wheeling & Lake Erie.—Officers of this company are 
still at work trying to make arrangements to resume work 
on the road. They have recently been negctiating for land 
for depot and dock purposes at Huron, O. It is said that 
Mr. Greggs, the new contractor, will soon have men at work 
at several points on the line. 


Wichita, McPherson & Denver.—This company has 
been organized for the purpose of building a railroad from 
Wichita, Kan., northwest to Ellsworth on the Kansas Paci- 
fic. The distance is about 100 miles and the capital stock is 
fixed at $3,000,000. The road is to be of standard gauge. 











